New high-level bridge 
cuts traffic delays 
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dry lubricant extends 


locomotive and car wheel 


life 30% to 300%!... 


NALCO “Moly Lubricator Stick” is a highly effective dry 
lubricant that maintains a tough lubricating surface be- 
tween locomotive wheel flanges and track under extremes 


of pressure and temperature . . . without picking up 
dirt and sand to form a harmful grinding compound. 


“MOLY LUBRICATOR STICKS” provide automatic flange 
lubrication that extends wheel life from a substantial 

30% to as much — particularly on yard locomotives 
— as a whopping 300%. 


COST of Nalco Type TA Lubricators and Moly 
Lubricator Sticks is small . . . especially when 
you consider that the stick will give you 
protection for four to six thousand miles! 
Maintenance of the simple, trouble-free 
lubricator is remarkably low. 


DESIGN of the Nalco Flange Lubri- 
cator cuts installation time to 

a minimum. Complete installation 
on a diesel unit can be completed 
by your shop personnel in 

less than four hours. 





®...Serving Industry through 
Practical Applied Science 
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LUBRICATOR RETRACTED FOR 
EASY INSERTION OF MOLY STICK 
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LUBRICATOR AND MOLY STICK 
IN POSITION, PUTTING LUBRI- 

CATION EXACTLY WHERE NEEDED 


',.. applied with 
NALCO TYPE TA 
FLANGE LUBRICATOR 


NALCO CHEMICAL COMPANY 


6196 West 66th Place ° Chicago 38, Illinois 
Subsidiaries in England, Italy, Mexico, Spain, 

Venezuela and West Germany 2 

In Canada: Alchem Limited, Burlington, Ontarw 
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How to 


Here’s How Hook-Twin Tie Plates 
Improve Track Anchorage 


They excel in holding down crossings, frogs. closure rails, tee 
guard rails, graduated riser switches, and tongue switches 
and mates. For one thing, those sturdy forged hooks are larger 
and stronger than regular spike heads. For another, they dis- 
tribute the load over a greater tie area, reducing the pull on 
any one spike. This anchors the track, checks vertical and 
lateral thrust, and gives ties a considerably longer lease on life. 


keep a crossing in its place 


See those trim little plates paired off on the ties, with their 
built-in “hooks” hugging tight to the rail? Those are Beth- 
lehem Hook-Twin Tie Plates. And they are keeping this 
crossing in its place. 


They Reduce Your Inventory 
Your stores department will like the way Hook-Twin Tie 
Plates hold down inventories. Normally, three or four lengths 
of these plates are all you’ll ever need to carry in stock, since 
any two plates will fit most any position on any frog or cross- 
ing on your lines. No special plates are needed. 


Available In Standard Sizes 
Hook-Twin Tie Plates can be furnished from stock in 23-, 27-, 
31-, and 35-in. lengths, 4-in. width, and in thicknesses of 
34, Y, and 1 in. Hooks may be specified “low” for contacting 
rail bases, “high” for cast manganese sections. Reverse-hook 
plates, used at heel-ends, are available in all lengths. For 
further details just call the nearest Bethlehem sales office. 
Or write direct to us and ask for Folder 642. 


BETHLEHEM STEEL COMPANY, Bethlehem, Pa. 
Export Sales: Bethlehem Steel Export Corporation 


BETHLEHEM STEEL 
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SOUND REASONS WHY YOU 
CAN CONFIDENTLY SPECIFY 


THE JACKSON MONORAIL TAMPER 


1 IT’S AN EXTREMELY VERSA- 
TILE MACHINE . , . the product of 
the world's most successful manu- 
facturer of tamping equipment. 
Ideal for spotting and smoothing, 
excellent for those secondary pro- 
grams which do not justify the in- 
vestment or use of our dual-rail 
tamping machines, 


2 BALLAST PLACEMENT AND 
CONSOLIDATION ARE BOTH 
EXCEPTIONALLY RAPID AND 
THOROUGH. It places ballast by 
means of two very powerful tamp- 
ing units held in cross tamping 
position. 


3 HYDRAULICALLY CON- 
TROLLED. Traveling, movement 
from tie to tie and operation of the 
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workhead are all hydraulically 
actuated and controlled, 


4 EQUIPPED WITH POWER 
RAM TURNTABLE for quick trans- 
fer to opposite rail. 


5 FURNISHED WITH SET-OFF 
AND TRAILER EQUIPPED FOR 
TOWING BEHIND TRUCK TO 
DESIRED LOCATIONS. 


6 PARTICULARLY ADAPTABLE 
TO SMALLEST GANGS. 


7 THE JACKSON SERVICE OR- 
GANIZATION INSURES proper 
installation, operation, care and 
most efficient use of the machine by 
working closely and wholehearted- 
ly with all personnel concerned. 


THE JACKSON 
TRACK MAINTAINER 


Unmistakable leader in its field again 
in 1961. Offers greatest speed com- 
patible with first quality tamping. Per- 
fectly adaptable to all conditions . . . 
kinds and condition of ballasts and 
lowest to highest lifts. Achieves the 
longest-lasting, good-riding track 
qualities . . . bona-fide facts you can 
easily verify. Specify it for 1961. 


Write, wire or phone for the complete facts. You'll be able to specify it 


with complete confidence. We offer attractive acquirement plans. 


JACKSON VIBRATORS, INC. 
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30 Church Street, New York 7, N. Y. 1960 @ Vol. 56, No. 12 
ROBERT G. LEWIS Publisher 


B.A. TESORIERO Production Manager 
EDITORIAL OFFICES 
79 W. Monroe St., Chicago 3, Ill. 


MERWIN H. DICK Editor Report on welded rail today 


&. E. DOVE Associate Editor Panel of experts discusses this timely ‘itis 4 before a recent meeting of 
— W. HODGKINS Associate Editor the Maintenance of Way Club of Chicago. 


ULLIAN L. WATERS Editorial Assistant 
Erie formula for fast surfacing - 


L. H. Jentoft describes the practices and equipment that make it possible 
Published monthly by Simmons-Boardman for system gang to attain an average output of two miles per day. 
Publishing Corporation. James G. Lyne, 
Chairman of the Board, Arthur J. McGinnis, 
and Treasurer, Duane C. Salisbury, ne 
Executive Vice-President, Harry H. Melville, New bridge cuts traffic delays 
John R. Thompson, John S. Vreeland, Robert : 
G. a - H. age re oe Burlington bridge across Mississippi, with clearance of 63 ft under main 
oy Foe Aa Faygey ond span, takes place of low-level structure with swing span. 
Dusenbury, Vice-President and Editerial and 
Promotion Director. 


* How good are ties in track today? 


BRANCH OFFICES: 1081 National Press Bidg., This and other questions relating to crossties were answered in addresses 
Washington 4, D.C.; 1501 Euclid Ave., presented during the annual meeting of Railway Tie Association. 

Cleveland 15; Terminal Sales Bidg., Portiand 

5, Ore.; ey ae age Saag age 3 

1151 W. 6ti +, Los Angeles 3 ° . . ° ° 

lemmon Ave., Dailas 19, Tex.; Suite 203, Wire ‘sighting’ device now lines through turnouts 

Carlton House, Pittsburgh 19, Pa.; 22 Eighth : 

St, N.E., Atlanta 9, Ga. ; Describes newly developed hydraulic devices that enable the Trakliner- 
Bean REPRESENTATIVES: Mex F. Holsin- Line Indicator combination to line track in limits of turnouts. 

“= _. ier St., St. Jame's, London 
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<4 Don't miss 


The complete story of M/W progress on the Pennsylvania—departmental 
organization, track standards, cost control and programming, mechaniza- 
tion of track and B&B work, etc. What they do and why they do it. 


in the January issue 
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TIE BED 
SCARIFIER 


Digs a uniform tie bed ten feet long 
in one minute! 


It would take as many as fifteen men, working at top speed with ordinary 
hand tools, to dig a ten-foot tie bed as fast as the Fairmont W87 Series B 
Tie Bed Scarifier. Even then, manual crews couldn’t equal the uniform, 
predetermined depths, or dig beds consistently square to the track, 
working at the rate of up to 800 tie beds per day! 


The W87 can be used in any type ballast, and whether the ties are being 
dug in, or replaced when track is raised. Excavated ballast is deposited 
nearby for easy tamping and dressing. A high gear allows the W87 to 
deadhead, at 25 mph, and a hydraulic turntable and set-off permit clearing 
at the work site. 


The time and labor savings possible will pay for each W87 during the 
first season of tie renewal operations—and earn a handsome profit on the 
machine investment! So why not mechanize your tie gangs with a Fairmont 
W887 Series B Tie Bed Scarifier? Call or write for full information. 


Fairmont equipment is available on lease. 
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W68 SERIES A HYDRAULIC W84 SERIES B HYDRAULIC 


structed for quick set-offs. spikes a minute. Self propelled. 
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W90 SERIES A TIE HAN- 
TIE REMOVER. Requires only SPIKE PULLER. Operated by DLER. Two-man operation. 
two men to push out old ties at one man. Works both sides Inserts new ties or removes 
the rate of one per minute. Con- of both rails. Pulls 15 to 20 old ties in a few seconds. 


The Fairmont W87 is « 
with renewable steel! 
teeth, angle-mounted 


for faster digging act 
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FAIRMONT RAILWAY MOTORS, INCORPORATED 
Fairmont, Minnesota 
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Pennsylvania's Harrisburg Station. Inside—a 103,070 square-foot paint job 


Square-foot cost for Hydra-Spraying this interior came to only 41/2 cents per foot 





How GRACO Hydra-Spray 
cut building painting costs for 
the Pennsylvania Railroad 


& When someone cuts paint- 
ing costs to less than a fourth of 
what they were seven years ago, 
you’ve got to admit that this isa 
tremendously significant saving. 
Indeed, it’s almost unbelievable! 

Yet, that’s exactly what the 
Pennsylvania Railroad did when 
it recently. repainted its Harris- 
burg, Pa., station (illustrated 
above) using new airless GRACO 
Hydra-Spray equipment. 

The cost? $4,638.15. The 1953 
cost for the same building and 
the same square footage? $20,000. 
Check the company’s own report 
. . . it’s reproduced directly to 
the right. 


CHICAGO—(Broadview, Ili.) 





PHILADELPHIA 


R. D. Worley The A. R. Kidd Co. 
3030 South 25th Ave. 1036 Suburban Station Bidg. 
CLEVELAND LOUISVILLE 


M. H, Frank Company, Inc. 
1202 Marshall Building 


HOUSTON 


Houston Railroad Supply Co. 
1610 Dumble Street 818 Olive Street 


WASHINGTON— Arlington, Va. 
Southeastern Railway Supply, Inc. 
2304 Wilson Bivd. 


T. F. & H. H. Going 


ST. LOUIS 
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6308 Limewood Circle 


The Carriers Supply Company 


Moreover, the airless method 
of Hydra-Spraying your paints 
and other protective coatings 
provides other big benefits as 
well: 


e It virtually eliminates overspray. 
e Allows heavy film build-up. 
@ Eliminates pin-holing. 


e Gives high penetration on rough 
surfaces and full coverage in re- 
cessed areas ... without excessive 
solvent reduction. 


Ask your Graco Railway 
Representative to tell you more. 
Write or call him today. 


” —_ 


“RAILWAY DEPARTMENT | 
NEW YORK—Newark, New Jersey 


R. A. Corley 
744 Broad Street 


SAN FRANCISCO 

The Barnes Supply Company 

Rm 504, 74 Montgomery Street 
TWIN CITIES—St. Paul, Minn. 

The Daniel L. O'Brien Supply Company 
Endicott-On-Fourth Bldg. 
MONTREAL— Ontario, Canada 

International Equipment Co., Ltd. 

360°St. James Street West 


SPECIAL COST REPORT 
ON STATION PAINTING 


AT HARRISBURG, PA. 
* 


THE PENNSYLVANIA RAILROAD 


Philadelphia /March 7, 1960 


SUBJECT: Spray painting of interior of 
passenger station at Harrisburg, Pa, 
Total coverage, 103,070 sq. ft. 


Recently the above subject station wag 
spray painted (with new Graco equip- 
ment) by our own forces—one foreman 
and four painters—during their regular 
tour of duty 7:00 A.M. to 3:30 P.M, 
for $4,638.15. 


In the year of 1953 this same station 
was brush painted for $20,000. We are 
unable to say what the size of the force 
was at that time, but we do know that 
it was painted during off hours, there- 
fore causing overtime. 


BREAKDOWN OF COST 
(Labor and Materials to paint 103,070 sq. ft.) 


Forces 
One foreman and four painters 
January 
160 manhours @ $3.08 per hr........ $ 492.80 
February 
664 manhours @ $3.15 per hr........ 2,091.60 
$2,584.40 
MATERIALS 
Nat's ica ac hs titans widen ee ae $ 990.00 
ND sos cnc ccsscncececuden 472.50 
AAPOR GIOOM. 2c cccccccccccsccccccce 225.00 
Bench green enamel................. 46.00 
cer cawianwie ss tcaaewaswese 31.25 
SE HU On 0 cc ccecnvassiccsncese 49.00 
ls de d.canpacdnckewicesseeve 240.00 
Pet ds nees nsidksonncabwe kant $4,638.15 
Coverage per gal. of paint... .approx. 270 sq. ft. 
Gee POF Os Dis cicn cc tdccccvcccccseveees $.045 
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SCRAPER-LOADING using a Caterpillar No. 60 Scraper is a job the new D7 handles with ease. New 
Turbocharged Cat Diesel delivers 140 HP. Greater torque rise increases its lugging ability 80 per cent. 


TRIPLE PLAY BY NEW D7 


Three different tasks and 


DOZING approaches to Eleven Point Bridge, the D7 aerates heavy, 
wet earth before compacting and adding more fill. New dry-type air 
cleaner, lifetime lubricated rollers and new transmission lubricating 
system make low-cost operation normal for a Cat-built Tractor. 


COMPACTING is a job the D7 Series D takes in stride. Final drive 
gears have been strengthened on the new model and big job-proved 
features have been retained...such as the exclusive oil clutch 
which delivers as many as 2000 service hours without adjustment. 


r cent more production 


All-around performance—dozing, scraping, compacting— 
makes the D7 Series D an even better investment than the 
efficient machine it replaced. On this bridge construction 
job over the Eleven Point River at Dalton, Ark., the ap- 
proaches had to be cleared and the road widened. Through 
heavy, wet sand and clay, the new D7 more than lived up 
to the expectations of Superintendent Farris Whited, Jr., 
of the E. E. Barber Construction Company, Fort Smith, 
Ark.: “The new D7 Series D is the best tractor I have 
ever operated. It can do at least 20 per cent more work than 
the former model. It loads the scraper fast and hauls and 
pulls good. In dozing it can really move the dirt, too!” 


Ask your Caterpillar Dealer—who sells, services and 
maintains a complete parts inventory for a full line of equip- 
ment—to demonstrate a new D7. You supply the job and 
name the date. He’ll supply the machine and proof of 
performance. Call him today. 


Caterpillar Tractor Co., General Offices, Peoria, IIl., U.S.A. 


CATERPILLAR 


Caterpiliar and Cat are Registered Trademarks of Caterpillar Tractor Co. 
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CANADIAN PACIFIC—G. W. Miller, assist- 
ant general manager (special duties) of the 
Eastern Region at Toronto, Ont., and 
formerly engineer maintenance of way 
there, has been promoted to assistant gen- 
eral manager of the region, with the same 
headquarters, succeeding W. F. Koehn who 
has retired after 44 years of service. Mr. 
Koehn is also an engineer by training and 
experience. 

CHESAPEAKE & OHIO—I. D. Brown, inspec- 
tor water supply at Huntington, W. Va., 
has been promoted to inspector water sup- 
ply—system, with the same headquarters. 


DELAWARE & HUDSON—The following 
changes have occurred recently: J. C. Bren- 
nan, assistant superintendent at Albany, 
N. Y., to assistant chief engineer there; H. 
B. Clarkson, assistant to chief engineer at 
Albany, to assistant engineer maintenance 
of way there; N. H. Williams, engineer track 
at Albany, to track supervisor—system, 
with headquarters at Albany; H. E. Schultz, 
bridge and building supervisor at Colonie, 
N. Y., to bridge and building supervisor— 
system, with headquarters at Colonie; A. W. 
Cruikshank, plumbing and heating super- 
visor at Colonie, to bridge and building su- 
pervisor there; and W. E. Bailey, special en- 
gineer at Albany, to office engineer there. 
Maurice A. Clancy, supervisor steel con- 
struction, has retired after 49 years of 
service. 

The following positions have been abol- 

ished: Assistant to chief engineer, special 
engineer, engineer track, supervisor steel 
construction, and plumbing and heating 
supervisor. 
ELGIN, JOLIET & EASTERN—Tony Schramm 
has been appointed general bridge and 
building foreman, with headquarters at 
Joliet, Ill., succeeding Joseph Planeta who 
retired recently. 


ERIE-LACKAWANNA—4J. S. Parsons, chief 
engineer of the Erie, at Cleveland, has been 
appointed chief engineer of the Erie-Lack- 
awanna, which was formed by merger of the 
Erie and the Delaware, Lackwanna & West- 
ern, effective October 15. Other top en- 
gineering officers of the Erie have been ap- 
pointed to the same positions for the 
merged system. These include L. H. Jentoft, 
assistant chief engineer maintenance of 
way; A. K. Frost, assistant to chief engineer 
maintenance of way; S$. B. Gill, assistant 
chief engineer—engineering; C. A. Roberts, 
engineer of structures; W. F. Petteys, en- 
gineer maintenance of way, Eastern Dis- 
trict, Hoboken, N. J., and L. M. Swoap, en- 
gineer maintenance of way, Western Dis- 
trict, Youngstown, Ohio. 

R. F. Bush, chief engineer of the Lacka- 
wanna, has been appointed assistant chief 
engineer—staff of the E-L, at Cleveland. 
These other Lackawanna officers have been 
appointed to positions on the merged sys- 
tem: B. L. Beier, engineer maintenance of 
structures, to special engineer, Cleveland; 
C. M. Segraves, engineer structures, to staff 
engineer; J. A. Pollard, assistant to engineer 
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maintenance of way, to assistant engineer 
maintenance of way, Eastern District, Ho- 
boken; W. A. Swartz, engineer track, to 
assistant engineer maintenance of way, 
Western District, Youngstown; Bernard 
Geier, engineer of equipment and design, 
to the same position; and E. J. Elston, gen- 
eral roadmaster, to the same position on 
the Western District at Youngstown. 


FRISCO—4J. O. Elliott, assistant division en- 
gineer at Springfield, Mo., has been pro- 
moted to division engineer at Fort Smith, 
Ark., succeeding R. D. White who has been 
transferred to Amory, Miss. Mr. White 
succeeds G. E. Warfel who has been trans- 
ferred to Springfield, succeeding H. M. Booth 
who has retired after more than 42 years of 
service. 

F. L. Richardson, Jr., assistant general 
foreman bridges and buildings and water 
service at Tulsa, Okla., has been promoted 
to general foreman B&B&WS at Enid, Okla., 
succeeding E. F. Paschal who has been trans- 
ferred to Fort Worth, Tex. Mr. Paschal 
succeeds J. A. Latimer who has been trans- 
ferred to Springfield, succeeding J. W. Mc- 
Donald who has retired after more than 
fifty years of service. 

T. J. Pigg, assistant roadmaster at Tulsa, 
has been promoted to roadmaster at Fay- 
etteville, Ark., succeeding G. P. Chandler 
who has been transferred to Amory. ©. W. 
Hawkins, roadmaster at Chaffee, Mo., has 
been transferred to Thayer, Mo., succeeding 
F. R. Sullivan who has retired after more 
than 34 years of service. W. M. Davis, as- 
sistant roadmaster at Thayer, has been pro- 
moted to roadmaster at Amory. M. Day, 
assistant roadmaster at Sherman, Tex., has 
been promoted to roadmaster at Lawton, 
Okla. F. G. Gresham has been appointed 
roadmaster at Chaffee. H. G. Harmon and 
J. K. Moore, roadmasters at Amory, have 
retired after more than 46 and 50 years of 
service, respectively. F. $. Hunter and J. H. 
Langston have been appointed assistant 
roadmasters at Memphis, Tenn., and Tulsa, 
Okla., respectively. 


MILWAUKEE—N. E. Olson, section foreman 
at Lakeville, Minn., has been promoted to 
roadmaster at Savanna, Ill., succeeding H. R. 
Von Haden who in turn succeeds Norman 
F. Kelsey, roadmaster at Savanna. Mr. Kel- 
sey retired recently after 49 years of service. 


NEW YORK CENTRAL—J. H. King has been 
appointed bridge inspector on the Western 
district, with headquarters at Cleveland, 
Ohio. C. F. Hunt, division engineer at Co- 
lumbus, Ohio, has been transferred to 
Utica, N. Y., succeeding George Aver who 
retired recently. 


NORTH WESTERN—W. L. Waleen, chief 
engineer of the Minneapolis & St. Louis at 
Minneapolis, Minn., recently acquired by 
the North Western, has been appointed 
division engineer of the M&StL division, 
with headquarters remaining at Minneapo- 
lis. C. W. Froehlich, trainmaster on the 
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M&StL at Minneapolis, has been appointed 
assistant roadmaster at St. Paul, Minn. 

R. J. Christensen, assistant roadmaster 
at Worthington, Minn., has been promoted 
to roadmaster at Wall Lake, Iowa, succeed- 
ing G. W. DuBois who has been transferred © 
to Eagle Grove, Iowa. Mr. DuBois suc. 
ceeds G. K. Sterling who has been appointed 
assistant roadmaster at Worthington. 

G. L. Hillman and G. A. Johnson have been 
appointed roadmaster at Oskaloosa, Iowa, 
and assistant roadmaster at Hutchinson, 
Minn., respectively. ; 


READING—E. B. Sonnheim, assistant resident _ 
engineer at Philadelphia, has been pro. 
moted to resident engineer there, succeed- 
ing Kingsley W. Ebert, deceased. Mr. Sonn- 
heim is succeeded by Robert W. Wyatt. 


ROCK ISLAND—F. E. Detter, track supervisor 
at Fairbury, Neb., has been promoted to 
roadmaster at Cedar Rapids, Iowa, suc- 
ceeding W. R. Willhoite who has retired 
after 42 years of service. R. G. McManus, 
track supervisor at Goodland, Kan., has 
been promoted to roadmaster at El Dorado, 
Ark., succeeding D. C. Close, deceased. Mr. 
McManus is replaced by D. I. Troutner, 
section foreman at Lincoln, Neb. 


SOUTHERN—James H. Askew, Jr., has been 
appointed supervisor bridges and buildings 
at Valdosta, Ga., succeeding Maynard L. 
Loy, Jr., who has been promoted to gen- 
eral bridge supervisor at Knoxville, Tenn. 
Robert F. Cothran has been appointed track 
supervisor at Charleston, S. C. 

D. W. Brosnan, vice president—operation, 
Washington, D.C., and formerly chief en- 
gineer maintenance of way and structures 
at Cincinnati, Ohio, has been elected to the 
newly created position of executive vice 
president. 


WESTERN MARYLAND—A. J. Davis has been 
appointed supervisor track at Cumberland, 
Md., and Boyd H. Parker has been appointed 
assistant supervisor track there. T. L. Cober- 
ly, supervisor track at Cumberland, retired 
recently. 


Biographical briefs 


J W. Dolson, 35, who was recently 
promoted to bridge construction engineer 
of the Missouri Pacific at St. Louis, Mo. 
(RT&S, Sept., p. 10), was born at Spring- 
field, Mo., and graduated from Iowa State 
College in 1947. He entered railway serv- 
ice in January 1948 with the Pennsylvania 
as a junior track engineer at Wellsville, 
Ohio. Eight months later he joined the 
MP as a bridge draftsman at St. Louis. Mr. 
Dolson was promoted to assistant engineer 
in 1955, the position he held at the time of 
his recent promotion. 

Stuart H. Poore, 58, who was recently 
promoted to office engineer on the Chesa- 
peake & Ohio at Richmond, Va. (RT&S, 
Sept., p. 10), was born at Richmond and 


(Continued on page 51) 
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A low rate of application effectively destroys weeds and grasses... 


You can bet your budget dollars... 


UREABOR 


stops weeds 


prevents regrowth. Easy to apply... nothing to mix...no water to haul. 


Nonflammable, noncorrosive, nonpoisonous when used as directed. 


Use UrEABOR to maintain weed-free yards for safety. 
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Uneasor protects trestles from fire-hazardous weeds. 






























Use of Uneasor keeps signal areas clear of weeds. 
emmanaiaetiamsainet 3 ak alieniane Be bets 








You can maintain weed-free areas anywhere at low cost, with 

the least amount of labor, by choosing UrEasor weed killer 

for the job... that’s a proven fact! But you get other benefits 

too! Service, for instance. Only capable, experienced field 
personnel promote the sales of UREazor. They can stretch 

your budget dollar for weeds because each man is thoroughly 
trained to solve every specific weed problem. You get sound 
advice, backed up by years of field experience, on how to make the 
most efficient use of our herbicide material. You also have 

a choice of hand-operated or power-driven mechanical spreaders. 
Equipment specifically designed to apply UrEazor to best advantage 
and to fit into every field use. 


As you may know, U. S. Borax & Chemical Corp. pioneered the field 
of dry herbicides... with particular emphasis on railroad 
requirements. Continuing research over the years has yielded 

our successful scientifically formulated herbicides. Each gives 
outstanding results on vegetation ...each makes use of 

the proved plant-destroying action of borates. So, for 

your weed problems, get the right answers. Get in touch 

with us today to get the most for your weed-killer dollar! 


nnnnnnnmnstenere I BDAAX 


630 Shatto Place, Los Angeles 5, California 
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WITH THREE 


KERSHA 


MACHINES 


Here's a skeletonizing (ballast stripping) gang including only 
three machines that can maintain an average production of 400 
feet of track per hour. All you need is two Kershaw Two-Wheel 
Kribbers and one Kershaw Tie-Bed Cleaner, and operators for 
each machine. 


KERSHAW TIE-BED CLEANER 
The Kribbers, working back-to-back in tandem, clean out all bal- 
last from the center of the track and between the ties outside the 
rails. The Tie-Bed Scarifier, equipped with special feet to do the 
job, then removes the ballast from beneath the rail, even in 
cemented ballast conditions. 





The result is the cleanly stripped track shown at right. 
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For additional details on these, and other Kershaw machines, 
contact any Kershaw representatives or call collect. 
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Needed—New ideas 


’ Today, more than ever, the en- 
' gineering and maintenance de- 
partment needs men who will 
speak up. Ideas are needed for 
“reducing costs and for speeding 
up and getting more work done. 
But the trouble is, many such 
ideas are now locked up in the 
minds of employees. 

Many companies in other fields 

have “idea” sessions. The super- 
visory force is brought together 
) and each one is encouraged to 
throw out ideas, such as how to 
alter a product to make it more 
acceptable or how to cut produc- 
' tion costs. The one rule is that no 
one will criticize another’s sugges- 
tion. Many good ideas have come 
| out of these sessions. 
Because railroad supervisory 
" personnel is so widely scattered, it 
may not be practicable to have the 
“idea” sessions. The next best 
thing is to encourage employees 
to submit ideas to superiors. 

The younger men, in particular, 
' can do a great service for the in- 
dustry. Not being steeped in the 
traditions of railroading they are 
in a position to see opportunities 
for improvement which may not 
be obvious to an experienced em- 
ployee. The younger men will 
challenge a method for doing cer- 
tain work or even of doing it at 
all. 

More experienced employees 
will find that their ideas will be 
welcomed by top officers. The time 
is long past when men in such po- 
sitions felt they alone knew what 
is best. They are now in a highly 
receptive mood for ideas that will 
advance the work of the depart- 
ment. 

If an unworkable idea is pre- 
sented, these officers will usually 
take the time to explain why it 
won't do. They will do this be- 
cause they will not want to dis- 
courage employees from submit- 
ting further ideas. It’s always pos- 
sible the next idea might turn out 
to be a good one. 
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OPINION 


The AREA meeting— 
A question of economics 


Can the American Railway Engineering Association afford not to hold an 
annual meeting, especially when an exhibit of manufacturers’ products is sched- 
uled to be held in conjunction with it? 


This question is pertinent in view of recent action taken by the Association 
of American Railroads with reference to the annual meetings of its sections 
and divisions in 1961. The action came in the form of a “suggestion” that, in 
the interest of economy, each subsidiary group consider cancelling any plans for 


an annual meeting next year “unless there is a significant and over-riding reason 
for holding it.” 


While the AREA is, in one respect, an independent organization largely 
supported by dues from individual members, it also serves as the Construction 
and Maintenance Section of the AAR. As such it was subject to the “sugges- 
tion” pertaining to 1961 meetings. It was, therefore, up to the AREA to put 
forward a “significant and over-riding reason” why its 1961 meeting should not 
be cancelled. 


Fortunately, there was another organization involved—the National Railway 
Appliances Association, which had scheduled an exhibit to be held in conjunc- 
tion with the AREA meeting. Plans for the exhibit were already far advanced. 
A lease had been negotiated for exhibit space in McCormick Place, the new ex- 
position center at Chicago. Heavy financial obligations had been incurred and 
a considerable sum of money had been paid out. 


These facts regarding plans for the exhibit were brought out in a letter dated 
October 14 from Kenneth Cavins, NRAA president, to E. J. Brown, president 
of the AREA. The purpose of the letter was to present reasons why plans for 
the convention and exhibit should not be cancelled. In doing so Mr. Cavins built 
a strong case for the position that, from the standpoint of economy, there were 
substantial advantages for the railroads in permitting the meeting and exhibit to 
be held. This position is built on three principal arguments: 

(1) That many entirely new materials and units of equipment, developed 
primarily to reduce maintenance costs, will be on display for the first time. 

(2) That an exhibit provides a means of placing manufacturers’ products 
before railroad men at less cost per capita than if the suppliers’ representatives 
called at railroad headquarters. 

(3) That the opportunity of railroad men to see new equipment in one loca- 
tion at Chicago might actually be more economical for the railroads than if their 
representatives traveled to other railroads or the headquarters of the manufac- 
turers to see the equipment. 


At a meeting of the AREA Board of Direction at Chicago on October 24 the 
members voted unanimously that the 1961 annual meeting should be held. Con- 
currence in this decision from AAR headquarters came on November 2. 


M/W supervisory officers can help justify this decision by attending the 
AREA meeting next March and making maximum use of the exhibition in the 
manner outlined by Mr. Cavins. 
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Minimum number of multi-use Nordberg 
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makes quick RAIL NAPPE with simple one man 
work of removing old spikes prior to removing tie plates and operation, is ideally suited for branch line work. A small, 
ties. Specially designed carriage adds greatly to high pro- lightweight unit for raising both rails to either remove or 
duction and low operator fatigue. insert tie plates in speeding up tie renewal. 











with boom in raised f : makes driving spikes fast 
position, being used to quickly insert new ties. In addition and easy to speed tie renewal work. Spikes are drivet 
to primary functions of tie renewal, this unit doubles as a straight, vertical to the tie and to the correct depth, perfor 
versatile material handling crane. ing a better job at less cost. 
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‘Machines makes quick work of 


TIE RENEWAL 
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N IDBERG GANDY-SNAPPER 







S shown removing old 
ties on typical branch line tie renewal operation. Note 
“Snapper” hydraulic ram pushing down adjacent tie to lift 
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rail and clear the “high wood" of tie being extracted. 


If low traffic and irregular service has been 
the “‘excuse”’ for neglecting branch line main- 
tenance, it will pay you to take a look at this 
problem in the light of “Organized Mechani- 
zation”’ with Nordberg Mechanical Muscles. 

For, with a minimum number of multi- 
purpose Nordberg Machines, you can do an 
efficient job at very low cost per mile. On 
branch line tie renewal, for example, the ac- 
companying illustrations show how just four 
basic Nordberg units can be very effectively 
employed to efficiently handle a maximum 


number of tie renewal jobs, requiring a min- 
imum number of men. 

In these relatively simple operations, as in 
so many of the larger, more complex mainte- 
nance jobs, Organized Mechanization provides 
the most effective grouping of track machinery 
into efficient working teams. Here is a way of 
making the machines. . . which are individu- 
ally efficient . . . even more productive—a way 
to handle specific maintenance-of-way jobs 
“better, faster and at lower cost.” 

Call or write for further details. 


NORDBERG MANUFACTURING COMPANY °« Milwaukee 1, Wisconsin 
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On the new 703-foot Salkehatchie River trestle... 


Atlantic Coast Line saved $69,000 
with slabs and piles of prestressed concrete 


Atlantic Coast Line trains cross the Salkehatchie 
River near Yemassee, S. C., at unrestricted speeds 
on one of the first major prestressed concrcte slab 
railroad trestles in the United States. It replaces a 
short steel span and a creosoted timber trestle. 
The $69,000 estimated savings in initial cost comes 
with mass production methods in prestressing that 
save labor. Construction is easier with prestressed 
concrete. Piles withstand real driving punishment. 





And prestressed concrete means less weight for the 
same load-carrying capacity, hence greater ease of 
bridge erection. 

Low upkeep costs bring more savings. Concrete 
needs no painting to prevent rust. Prestressed con- 
crete is setting a new pattern for trestles—for the 
Atlantic Coast Line and for other railroads across 
the country. Free technical literature on request. 
(U. S. and Canada only.) 


PORTLAND CEMENT ASSOCIATION Dept. 12-27, 33 West Grand Avenue, Chicago 10, Illinois 


A national organization to improve and extend the uses of concrete 
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SES NEWS NOTES... 


...@ resume of current events throughout the railroad world 


The ICC has approved guarantee of d loan of $4.5 million to the New Haven. - 





The action came following a full day of conferences between representatives of 
the ICC and the various states served by the New Haven. The road had asked for 
guarantee of a loan of $6 million. New Haven President George Alpert said the 
loan will help ‘‘stave off’’ bankruptcy until the states can provide assistance or 





outright subsidy. 





An automatic subway train is expected to be in revenue service in New York 





in less than six months. It will be a three-car train and will operate in shuttle serv- 





ice between Times Square and Grand Central. For several months the train has 
been operating on a section of line in Brooklyn on which the length (2,700 ft) and 
grades closely approximate those of the shuttle line. Although the train can oper- 
ate without a crew, plans are to staff it with a conductor or attendent. Michael J. 
Quill, president of the Transport Workers Union, says he will demand “ironclad 





guarantees on job security’’ against plans for further automation on the city’s 





transit lines. 


A three-car, 360-hp “vacuum cleaner" that will move through subways at 10 
to 15 mph has been designed by the New York City Transit Authority. Its function 
is to remove dirt, grease and litter from the roadbed and steel dust from the air. 
Bids for construction of the unit have been requested. Estimated cost: $320,000. 








Class | railroads in September 1960 had a net income of about $25 million 
compared with $29 million in September last year and $73 million in the same 
month in 1958, according to estimates announced by the AAR. In the first nine 
months of 1960 net income approximated $303 million compared with $393 million 
in the first nine months of 1959 and $353 million in the corresponding period of 
1958. 











From a small town in Indiana half sections of completely assembled homes are 





being shipped on flat cars 2,200 miles to Pacific Northwest ports for trans-shipment 





by boat to Alaska. So far 200 homes have moved in this manner, with another 15 





or 20 scheduled to move before the end of the year. The builder, Midwest Homes, 
Inc., corroborates the railroads’ boast that the homes have been delivered on the 





West Coast ‘without so much as a crack in the picture window." 





Private-Auto-Piggyback is now available to Southern Pacific patrons traveling 





between Portland, Ore., and Oakland-Los Angeles, Calif. This experimental service 





for passengers who prefer to have their own auto at destination provides only for 
southbound service from Portland. The cost to take a passenger and auto from 





Portland to California is three one-way, first-class fares. 
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WOOLERY 


TIE-REMOVING TEAM IS 
STILL THE PERFECT COM- 
BINATION FOR FAST TIE 
REMOVAL AT LOWEST 
COST, HIGHEST EFFICIENCY! 











ILLUSTRATED 
BELOW: The Famous + 


Model NU, WOOLERY 
Tie Cutter 

















Heavier rail and double shoulder 
tie plates have made the job of 
removing tie-ends an_ increas- 
ingly difficult one—but not for 
the WOOLERY team — the 
WOOLERY TIE CUTTER and 
the WOOLERY TIE-END RE- 
MOVER! 


And still without trenching, jack- 
ing up track or disturbing the tie 








bed! 
The WOOLERY Tie-Cutter cuts the tie on both sides inside the rail. The center section is 
Maintenance men have discovered __ then easily removed with tie-tongs and the Tie-End Remover moves in. 
that welded rail, heavier rail, ne 
double-shoulder tie plates, more g 
and heavier and faster trains have ———SSgeeetbecsesszezces 


not slowed down WOOLERY effi- 


; The WOOLERY Tie-End Remover consists 
ciency. of a double-ended hydraulic cylinder 


: : which drops into the tie bed left by re- 
One man can still remove tie ends NS ee eee ee 


with no more effort than it takes to _ there has been NO trenching or jacking! 
turn the air-valve on the Tie-End  “*** "9% smooth. safe! 
Remover! 


It’s done in less than a minute—in 
fact, it’s so fast that the truly effi- 
cient team consists of TWO Tie- 
Cutters working ahead of the Tie- 


End Remover! A simple turn of the valve shoves the 
tie-ends outward—completely clear 
of the rail, pushing ballast ahead of 
it to open crib for the new tie! Hy- 
draulically powered pistons work 
equally well and fast with single or 
double shoulder tie plates. 
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WOOLERY 











MACHINE CO. — 
2919 Como Ave., S. E. 
Minneapolis 14, Minn. 
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Replacing Trestle with Armco Pipe 
Costs Less Than Repairing It 


Rather than make extensive repairs on an old steel beam 


trestle, a railroad replaced the failing structure with this 
144-inch diameter Armco Mutti-PLaTe® Pipe. Cost of 
replacement was less than the cost of repair. To assure long, 
maintenance-free life, the bottom of the pipe was paved. 
The complete installation was done by railroad personnel. 

With Armco Mutti-PLatTE, you eliminate painting, re- 


flooring, the danger of fire damage, and other costly forms 
of maintenance. You can remedy many kinds of drainage 
problems with the wide choice of MuLtI-PLaTE sizes and 
designs. Write us today for more information about these 
versatile, rugged corrugated metal structures, Armco 
Drainage & Metal Products, Inc., 5890 Curtis Street, Mid- 
dletown, Ohio. 


ARMCO DRAINAGE & METAL PRODUCTS 


Subsidiary of ARMCO STEEL CORPORATION 


OTHER SUBSIDIARIES AND DIVISIONS: Armco Division * Sheffield Division »* The National 
Supply Company « The Armco International Corporation * Union Wire Rope Corporation 
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When you raise track to put in new ballast you merely create new drainage 











We 

on top of old hardened ballast. For this some railroads estimate they pay discus 

$700 per inch per mile for the material alone. sce 

it’s i 

The New Matisa SINGLE UNIT Ballast Cleaner cleans the old ballast i 
perfectly and returns it to the track without disturbing the sub-grade, how 
at the rate of up to 600 feet per hour. — 

exper 

The New Matisa SINGLE UNIT Ballast Cleaner also can be used to lower oe 
track—and gets to and from the job at up to 40 mph on its own traction motor trucks. I thir 
box ¢ 

interr 

Available as a contract service, under lease, or as a purchased unit. 5 or 

anchc 

anch« 

rails t 

—_ up at 

MVE ZOTAR EQUIPMENT CORPORATION § , 


1020 Washington Avenue ° Chicago Heights, Illinois 














PANEL IN SESSION: Left to right——W. J. Cruse, R. H. Beeder, C. E. Weller, J. L. Perrier (club president), G. M. Magee and L. Allen. 





Members of the panel 


Moderator: 


C. E. Weller, assistant engineer main- 
tenance of way, Illinois Central 


Panelists: 


R. H. Beeder, chief engineer system, 
Santa Fe 


W. J. Cruse, engineer maintenance of 
way, Great Northern 


L. Allen, general roadmaster, Monon 


G. M. Magee, director engineering re- 
search, AAR 
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» Report on welded rail today 


Many roads are now using continuous welded rail 
as a regular practice. What has been their experience 
with it? What about anchorage? Is it important to 
observe temperature limitations when laying long 
rails? Should buffer or closure rails be used? What 
should be done when a defect is found in a string of 
welded rails? 

These and other questions were taken up during 
a panel discussion of the subject at a meeting of the 
Maintenance of Way Club of Chicago on October 24. 
Here is a partial transcript of the discussion which in- 








Weller: A subject I think we should 
discuss is anchoring. Not only do I 
want to ask the question on how are 
we anchoring welded rail but I think 
it’s important to talk about how 
welded rail should be anchored in the 
future. Mr. Magee, will you tell us 
how you think welded rail should be 
anchored? 

Magee: I think we’re in a period of 
experimentation on anchorage. We’ve 
naturally started out to anchor rail on 
a conservative basis. Most railroads 
I think are following the practice of 
box anchoring every other tie in the 
intermediate portions of the rail. For 
5 or 6 rails at the end they are box 
anchoring every tie or else putting one 
anchor against each tie in the end 5 
rails to keep the rail joint from opening 
up and then just one on every other 
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tie to keep the joint from closing up. 

The only real advantage I can see 
in boxing-in each tie at the 5 rails is 
that if your joint opens it does tend to 
move the tie and unless you’ve got an 
anchor there to push it back when the 
joint closes you’re not going to get 
any benefit out of that anchor in resist- 
ing the joint gap opening until you’ve 
opened up that amount again. 

My own feeling on the matter is 
that from the standpoint of anchorage 
I would be inclined to box anchor 
every other tie throughout, use a short 
rail in connecting the continuous 
welded rail sections and box anchor 
that the same way on every other tie. 
It seems to me like that simplifies the 
matter from the standpoint of giving 
instructions to your track men. If you 
have a broken rail you have some 


cluded answers to questions raised from the floor. 
J. L. Perrier, president of the club, and a division 
engineer on the North Western, presided. 


place there where you can make your 
adjustments. If you have to lay the 
rail when the temperature is too high 
or too low you have a short rail you 
can work with to make adjustments. 

I realize, however, that most rail- 
roads when they start putting in con- 
tinuous welded rail want to get rid of 
all the rail joints they can. Instead of 
having short rails and 16 joints per 
mile, they would rather cut down to 
the eight. But it does seem to me there 
is a lot of merit in using a short rail be- 
tween your stretches of welded rail 
and using every other tie boxed in 
throughout. 

Of course from the standpoint of 
theory all you need to do is anchor 
the ends of your stretches. That is you 
can take a %4-mile stretch of rail and 
box anchor every tie on the five rails 
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Continuous rail contd 


at the end and that would be enough to 
hold the center part from any move- 
ment. The only reason that we put 
anchorage on the ties in the intermedi- 
ate portions is merely for safety. In 
other words if you didn’t have that 
anchorage to hold the rail from run- 
ning into a sun kink why it would 
kick clear out to the right of way fence. 
On the other hand if you had a broken 
rail in the winter time and you didn’t 
have that anchorage, you would have 
a very large joint gap with consider- 
able hazard. So I personally feel that 
the application of these additional an- 
chors in the intermediate portions is 
very good insurance for us to have 
with welded rail. 

There are some railroads that are 
only box-anchoring every third tie in 
the intermediate parts and then box 
anchoring every tie in 5 or 6 rails at 
the ends. 

There is an interesting experiment 
with glued joints we started on the 
Illinois Central this year. If you can 
depend on glued joints to hold the rail 
and not slip there would, theoretically, 
be no reason why you couldn’t box 
anchor every other tie right through 
the string and depend on your glued 
joints to hold it from opening or clos- 
ing. It remains to be seen whether 
that will work out that way or not. 

Weller: Mr. Allen will you tell us 
about your experience with anchor- 
age on the Monon? 

Allen: The Monon has a total mile- 
age of about 30 miles of welded rail. 
Our method of anchorage continues 
to be about the same as that which we 
started using about 1947. We box- 
anchor alternate ties. At the ends or 
the joints we box-anchor only on the 
pull-apart side of the unboxed alter- 
nate ties. 

On our railroad the temperature is 
such that we feel pull-aparts are the 
greatest hazard we face with welded 
rail. Last winter we had our first pull- 
apart. This occurred in welded relay 
rail. That was surprising to me and 
at the same time interesting. The tem- 
perature was almost exactly zero. This 
joint was found to be open only 3 in. 

Except for this one pull-apart we 
haven’t had any trouble with our 
method of anchorage. I believe we 
should stay with this method until we 
find one better. 

Weller: Mr. Beeder will you tell us 
how you're anchoring on the Santa Fe. 
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Beeder: We also are box anchoring 
alternate ties throughout the 1440-ft 
rail strings and then putting additional 
anchors on at the joints for five rail 
lengths in each direction. These are 
put on the side of the other alternate 
ties in the direction to resist the pull- 
apart. Of course standard box anchor- 
ing would make 6500 rail anchors per 
mile. With an average of eight joints 
per mile we have an average of 8 times 
120 or 960 additional anchors per 
mile at joints. This figure, plus 6500, 
gives a total of 7460 anchors per mile. 

Cruse: We’re box anchoring six rail 
lengths from our closures and then in 
between we box every third tie. Also 
we use closure rails on our %4-mile 
strings, that is, a single closure rail 37 
ft long plus or minus, and on our in- 
sulated joints we use two closure rails. 
The reason is that we have had a num- 
ber of pull-aparts or bent bolts the first 
few years in our continuous welded 
rail. In order to give us a little more 
holding power we have gone to this 
boxing every tie for six rail lengths 
both sides and it has cleared the matter 
up. Also we specify a rail tempera- 
ture range at which our continuous 
rail can be laid. 

Question: How do you eliminate 
your tight spots? 

Cruse: That is one of the reasons we 
have gone to the closures so that, if 
necessary, we can make adjustments 
the following year after the track set- 
tles down. This closure rail is 37 ft, 
plus or minus, and there have been a 
few occasions when we have made 
some adjustments the following spring 
or summer when the rail temperatures 
got up around 70 or 75 deg. 

Question: Where we have found it 
necessary to install an insulated joint 
we have had trouble sawing the rail. 
What’s the answer to this problem? 


7" 


Weller: I think that is one of the 
reasons you have to keep a record of 
your rail-laying temperatures. Where 
we tried to put in new insulated joints 
we would have difficulty in sawing the 
rail if the temperature was appreciably 
above the laying temperature. You 
would have to use a rail expander. By 
the same token, if you try to do any 
work when the temperature is appre- 
ciably below your rail-laying tempera- 
tures it is only natural that you are 
going to get some small opening, prob- 
ably enough that you would have diffi- 
culty getting your bolts in. 

Perrier: Mr. Cruse, you spoke about 
your closure rails being 37 ft long plus 
or minus. Would you keep a second 
set of rails handy so that in the winter 
you would put in your longer rails and 
in the summer you would change 
those rails out around the buffers and 
put in the shorter rail? 

Cruse: That isn’t necessary at all. 
Once the rail seats itself and you have 
got your anchorage up tight, which we 
do get today with anchor applicators 
that are being used, there is no need to 
carry spare rails for summer or for 
winter. I’d say that 99 per cent of our 
rail that is in—and we have quite a bit 
of it—does not have to be adjusted as 
a result of climatic changes. 


What about laying temperatures? 


Weller: Let us consider the question 
of rail-laying temperatures. Within 
what range of temperatures do you lay 
welded rail, and along with that ques- 
tion have you any limits that you put 
on working the rail after you have laid 
it? Mr. Allen will you tell us what you 
do on the Monon? 

Allen: We had an actual test along 
this line in 1956. We had nine miles 
of welded rail to lay, which was begun 
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Areas of agreement 

The panel was in general agree- 
> ment on the manner in which welded 
rail should be anchored, and also on 
"the importance of placing anchors 
j tightly against ties. Several panelists 
' spoke of the desirability of keeping a 
record of the temperature at which 
welded rail is laid and of referring to 
these records when working the track 
later. When defects occur in welded 
rail the panelists agreed that the prob- 
lem could be handled either by cut- 
ting in a 39-ft rail or by drilling and 
applying angle bars. 










——_—_——_ 


about April 1. We used about eight 
weeks laying that nine miles of rail 
with a small gang. After the laying 
operation we proceeded to do an out- 
of-face surfacing and lining job on the 
track. The ties were already good be- 
fore the rail-laying operation. 

The ballast was good stone ballast. 
We added a small spread of stone to 
this track after all the accessories were 
picked up. We used power tamping 
equipment and raised the track with a 
smoothing lift of about 1% in. During 
the laying operation we took an at- 
mospheric temperature reading of the 
rail twice each day at about 10 am and 
2 pm. These temperatures became a 
permanent record in our office on the 
rail chart. 

In the surfacing operation it was 
found that when the atmospheric tem- 
perature approached 10 deg above 
that at which the rail was actually laid 
it was time to stop the surfacing work 
because the rail began to kink up 
pretty bad. Then you've got to get 
your track filled back in and line it up 
and discontinue the operation until 
your temperature gets down. 


No set limits on Santa Fe 


Beeder: On the Santa Fe we have no 
set limits temperature-wise for laying 
rail, except those that work themselves 
out from a practical standpoint. We 
have laid welded rail at 15 deg and we 
have laid it at 112 deg air temperature. 
Since it’s pretty difficult to shake the 
men out of the bunk cars if it gets be- 
low 20 deg, I don’t think we’re going 
to lay very much rail at temperatures 
below 15 deg. We have had just about 
as many pull-aparts on the rail that was 
laid in one temperature as the other. 
As Bill Cruse said, much of that diffi- 
culty is on account of anchors not be- 
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ing up against ties, and with the advent 
of rail-anchor applicator machines a 
lot of that difficulty is going to disap- 
pear. 

Cruse: We hold to rail-laying tem- 
peratures of 55 deg to 75 deg and we 
will not let them vary from that at all. 
This is near the mean temperature on 
the Great Northern. It is true it affects 
your rail-laying gangs. They may have 
to start earlier in the morning and 
maybe quit earlier in the afternoon 
and go back and do some back work. 
But as long as we’re going to lay the 
continuous rail, we’re going to stay 
with those temperatures simply be- 
cause we’ve gotten away from trouble 
by doing it. 

So far as working the rail is con- 
cerned our first advice is not to touch 
it if you don’t have to. If you have a 
derailment or something of that nature 
—which we have had in our welded 
rail territory—there is no doubt you’re 
going to have to do some cutting in. 
When we had one of them happen in 
the vicinity of one of our closures we 
took out a 4-mile string and laid in 
39-ft rails in order to get the track 
back in service. Since this was during 
our welding season we unloaded an- 
other 14-mile string out there and, at 
the proper temperature, put it in. In 
this way I would say we salvaged prob- 
ably 70 per cent of the 14-mile string 
that was damaged; we cut off the dam- 
aged portion and used it at another lo- 
cation. 


What temperature changes mean 


Magee: I was thinking more about 
this matter of surfacing track. I do feel 
like the limits of temperature at which 
rail is laid is important because, for 
each degree change in temperature 
you have a stress change in rail of 200 
psi. If you lay rail at 130 deg tempera- 
ture—and rail can get to that temper- 
ature in the hottest summer weather— 
and if you are in a location where it 
will drop down to 40 deg below in the 
winter as it does on the Great North- 
ern, you have a temperature change of 
170 deg. When you multiply 170 by 
200 you get a stress of 34,000 psi. 

Now that is a lot of tension to put 
in rail in addition to the bending 
stresses you have in it. I think it would 
be very desirable to try and lay rail at 
somewhere near a mean temperature. 

This emphasizes one of the advan- 
tages of using buffer rail. You can’t 
lay rail at a mean temperature gener- 








ally; you have got your rail gang out 
there and you have to go ahead and lay 
rail at whatever the temperature is. 
But if you use buffer rails and if it’s 
too hot, it is not much of a job to come 
in and remove the buffer rail, loosen 
your anchors, and install a longer buf- 
fer rail to adjust the rail to the mean 
temperature at some later time. When 
you consider the rail is going to be in 
there some 15 or 20 years or longer, 
I think it is well worth it not to have 
to worry about having that compres- 
sion force in your rail for surfacing in 
the summer, or excessive tension 
forces in the winter. 

Cruse: I would like to add that we 
keep a record of the rail temperature 
when it is laid and use these records 
when making smoothing lifts of, say, 
1 or 1% in, and these have come in 
very handy in order that we don’t lose 
control of the rail. 


When defects develop 


Question: What do you do when de- 
fects develop in welded rail? 

Beeder: If we find a defect in a 
string of welded rail we cut in a 39-ft 
rail and put in two joints, but such de- 
fects so far are fairly rare. Of course 
we haven’t found any transverse fis- 
sures or detailed fractures or any de- 
fects of that sort in any welded rail. 

Cruse: Here’s another way of han- 
dling it in an emergency if the temper- 
ature is out of line: You can drill the 
rail and apply a couple of bars and 
normally make safe track out of it. 
Then in the evening or at night you 
can go out there and cut in a 39-ft rail 
or whatever length you desire to have. 

Question: Mr. Beeder, why do you 
cut in a 39-ft rail? 

Beeder: It might be a 37 ft, 38 ft or 
some other length rail, but a 39-ft rail 
would be all right if it is properly an- 
chored because the rail is not going to 
go any place anyway. Insofar as a low 
temperature is concerned, at the time 
the rail is inserted after a pull-apart or 
break, we’ve used a weed burner on 
many occasions to run back and forth 
on the track and direct the burner 
heads against the tops of both rails or 
one rail as the case may be to warm 
the rail up and take up the slack in or- 
der to get the gap closed. We've also 
walked along the track with oil torches 
and heated the rail in the same way. 
We’ve also used tumble weeds satu- 
rated with oil alongside the rail and 
been able to put the joint bars on in 
cold weather. 
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junction with Trak-Surfacer. 
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TRACK is raised to final grade by Super Jack-All working in con- 
This operation sets pace for gang. 


Main steps 
in Erie’s 
surfacing operation 








(1) Loosen bolts ahead as necessary by 
trackman with track wrench. This is a very 
important operation to prevent buckling of 
rail because of changes in temperature. 
Loosening the bolts permits the rail to ex- 
pand and contract. 

(2) Raise the track to final grade, using 
the Super Jack-All and Trak-Surfacer com- 
bination with a foreman adjusting the sur- 
face ahead as necessary to provide desired 


» raise. Two trackmen fork in some stone for 


i 
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TIE SPACER brings ties to uniform nities to accommodate the tamp- 
ing machines. A trackman knocks off anchors, helps spot spacer, 


tamping purposes. They also help spot the 
Jack-All at the desired raising point. An 
assistant foreman is assigned to adjust the 
wire to keep it within the desired position 
in the bracket on the Jack-All and also to 
change the position of the wire when run- 
ning in elevation on outer rail of curve. One 
equipment operator is assigned to run this 
machine. This operation sets the pace for 
the entire gang. 


(3) Three trackmen follow immediately 





Erie formula for 
fast SUF facing e Departmental cooperation 


e Careful programming 


e Modern machines 


By L. H. Jentoft 


Assistant Chief Engineer Maintenance of Way 
Erie-Lackawanna* 


@ Like most other railroads today, 
the Erie is faced with the problem of 
maintaining good surface, line and 
drainage at a minimum cost. An at- 
tempt has been made on our road to 
solve this problem by cycle program- 
ming of tamping and resurfacing work, 
using machinery and a minimum 
amount of maintenance of way per- 
sonnel. This type of work was really 
started in the late 1940’s and has been 
progressively improved throughout to 
the present time. 

In the original mechanized gangs, 

*Effective October 15 the Erie and the 
Delaware, Lackawanna & Western were 
merged into a single system known as the 


Erie-Lackawanna. This article was written 
before the merger became effective. 
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the tamping machine proper was the 
basic machine. Track was still raised 
with small jacks by using ordinary spot 
boards and raising blocks to establish 
the new grade. The programmed jobs 
were short, covering only the track 
needing attention and then skipping 
to the next job. With that type of 
operation we were able to raise and 
resurface from 1000 to 2000 ft of 
track per day, depending upon the 
conditions and locations. This was a 
very good day’s work in comparison 
to old methods using hand held pneu- 
matic guns. 

Serious study has been given to the 
problem of getting improved perform- 
ance by adoption of many of the mod- 


ern machines now available. As a re- 
sult, at the beginning of the 1960 
working season, Erie management re- 
assigned its equipment to provide a 
mechanized outfit as complete as could 
be desired. This new outfit consisted 
of nine different machines and meant 
getting Erie-owned modern equipment 
into one high-powered gang. The 
basic change in the use of this ma- 
chinery lies in the method of raising 
the track to new grade. This has been 
accomplished by using a power-jack 
“wire” for tamping the ties to the 
proper grade in conjunction with the 
raise. 


Size of ballast a problem 


The size of Erie ballast provides a 
problem in the use of tampers. Many 
years ago our people thought the “high 
raise” to be the crowning glory of the 
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DEFLECTIONS are removed by another Jack-All. 
men, one on each rail, work with this machine. 


behind the raising operation to clean off tie 
plates, nip up and tamp loose ties that do 
not raise as the track is lifted with the Jack- 
All. 

(4) Uniform spacing of ties is necessary 
to accommodate the tamping machines. 
Therefore, a Pullman-Standard Tie Spacer, 
operated by an equipment operator, is used. 
A trackman spots the spacer and knocks off 
and replaces rail anchors as necessary. This 
machine tows one push car with fuel-oil 


Two assistant fore- 


tank, one push car with machine set off, and 
one push car with miscellaneous tools and 
spare parts. 

(5) Two assistant foremen follow with 
another Jack-All to take out deflections (one 
assistant on each rail). In addition this Jack- 
All tows an emergency Jack-All. Two ad- 
ditional trackmen are required to fork in 
stone and spot the tamper. 

(6) A McWilliams Ballast Distributor 
places ballast within the tie cribs to the de- 





aise rf 
BALLAST is placed in cribs by a McWilliams Ballast Distributor in 
amount needed for proper tamping. 


sired amount to accommodate proper tamp- 
ing. A trackman, in addition to the equip- 
ment operator, is required to regulate the 
plow, raise the plow around obstacles and 
distribute sand on the rail ahead to provide 
necessary traction for the machine. 

(7) The leading Pullman-Standard 
Power Ballaster, operated by an equipment 
operator, tamps every other tie, three blows 
per tie. (We had the tampers tamping al- 

(Continued on next page) 





e Detour operation 
e Close supervision 
e Advance planning 


track department, with 3 in being con- 
sidered the perfect ballast size. This 
now makes it difficult to accomplish a 
light lift of 1 in. We have long since 
reduced our ballast size, but the 3-in 
ballast is still in evidence and will be 
for a long time and for this reason we 
find the Pullman tampers or the Mc- 
Williams tampers more adapted to 
handling our ballast. In order to fur- 
ther modernize this gang and to take 
the chance of human error and guess- 
work out of this operation, the old- 
style sight block and spot board have 
been eliminated by the use of the 
Nordberg Trak-Surfacer, which we 
Operate in conjunction with a Ker- 
shaw Super Jack-All. 

By the use of the above machinery, 
we have been able to speed up sur- 
facing operations to the point where 
up to 2.50 miles of track have been 
raised within the span of an eight- 
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Using this formula, says Mr. Jentoft, a system gang, 
consisting of 9 machines and 27 men, has chalked up 
a working-season average output of 2.0 miles of track 
raised and surfaced per day. 


hour working day, with a working sea- 
son average of 2.00 miles per day. 

In order to tamp the track raised as 
above, an organization has been de- 
veloped consisting of a foreman, 4 
assistant foremen, 12 trackmen, 8 
equipment operators, 1 work equip- 
ment repairman and | timekeeper, for 
a total of 27 men. 

This force can be reduced further 
and with better results after some 
needed improvements in some of the 
equipment. Sanding devices have to 
be developed to eliminate slippage on 
some of the equipment. The fastest 
and most efficient equipment to fit the 
needs of the individual road should 
be used, regardless of manufacture. 
Additional desirable savings will be 
available. 

Before detailing the individual oper- 
ations of the gang, we desire to em- 
phasize the importance of careful and 


well-planned programming and sched- 
uling of the work. Consideration 
should be given to programming long 
jobs, 14 to 18 miles in length, and 
jobs in the same territory, to elimin- 
ate the loss of time in skipping and 
changing locations. The location of 
crossovers and the distance between 
crossovers are factors in scheduling 
each day’s work and setting up de- 
tours. Detouring arrangements must 
be worked out well in advance and 
followed through by close cooperation 
between the M/W and operating de- 
partments. The superintendent and 
the division engineer have to work 
closely together as a team. You can- 
not outline the work and then go away 
and leave it to the track supervisor 
and train dispatcher to handle; if you 
do, trains will be delayed and/or the 
gang won’t get started on time. 
(Please turn the page) 
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tie. Each tie is given three blows. 


Main steps (cont'd) 


ternate rails with good results and it is a 
matter of choice whether they tamp alter- 
nate rails or alternate ties.) 

(8) The trailing Power Ballaster oper- 
ated by equipment operator tamps every 
other tie, three blows per tie, and tows one 
push car with miscellaneous tools and fuel 
tank. 

(9) A Kershaw combination broom and 


POWER BALLASTERS, working in tandem, each tamp every other 








COMBINATION broom and Ballast Regulator cleans excess ballas: 


from ties, then shapes ballast shoulders and intertrack space. 


ballast regulator, with one operator, fol- 
lows, cleaning excess ballast from tops of 
ties. This machine then shapes up the bal- 
last shoulder and intertrack space to con- 
form with proper standards. 

(10) An assistant foreman, a trackman 
and an equipment operator follow with 
Nordberg Trakliner correcting the line on 
tangents and re-alining curves. 

When lining curves the assistant foreman 
uses a sheet of graph paper showing ordi- 


nates of 1/10 in, 21 units to one degree of 
curvature vertically, with rail joints shown 
horizontally at ordinate stations. Curves 
are lined in three operations. First, the ma- 
chine is operated over the curve and ordi- 
nates found, recorded and plotted on the 
graph, showing the present alinement. Then 
a free-hand alinement is sketched in to cor- 
respond with the proper degree of the curve. 
This shows the corrections. The machine 
then passes over the curve a second time 





Formula for fast surfacing cont'd 


Preparations for each job location 
in addition to detour arrangements 
should be worked out in detail in ad- 
vance as to assembly points, tie-up 
points of the equipment, communica- 
tions, refueling supplies, etc. Also tie 
renewals must be made well in ad- 
vance. Necessary curve data must be 
checked out and made available. Any 
preliminary work at highway cross- 
ings, switches, crossovers, etc., must 
also be done in advance. Arrange- 
ments must be made to remove farm 
crossings as necessary ahead of the 
raising and restore them after the 
track is lined. Everything possible 
should be planned out and scheduled 
so as not to delay the production 
tamper operations. The rapid prog- 
ress of the mechanized gang will quick- 
ly overtake any advance work not 
properly prepared, and result in re- 
duced production. Ninety-five per 
cent of the work involved in handling 
each individual job is that put into 
preparation and planning. 

Included in the above preparations 
and of first importance is the unload- 
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ing of the stone ballast required on 
each job. This should be completed 
well ahead so that when trains are be- 
ing detoured, work-train operations 
will not complicate the situation, or 
be subject to delays because of these 
movements in the territory. 

A good stone dump is important to 
a good tamper operation. Too much 
or too little stone, or an irregular 
dump, if not within normal working 
limitations, can cause heavy work for 
the Ballast Distributor, slowing down 
its normal progress, which in turn will 
reduce tamping mileage. Reasonable 
care and the exercise of good judg- 
ment in unloading stone ballast will 
avoid this problem. 

Eight to 12 cars of stone are nor- 
mally required per mile. Taking an 
average of 10 cars per mile, with an 
average of two miles per day ac- 
complished and on the basis of a 14- 
mile job, it would require 140 cars 
to be dumped a week ahead. This 
means that stone has to be kept com- 
ing on an orderly basis and dumped 
daily in order to keep ahead every day 


in the season. 
while it lasts. 

Fortunately, it does not take long 
to get a good season’s work done on 
a division. On the Eastern District, 
where we first planned and prepared 
for this work, we started at Dalton, 
N. Y., on the Buffalo division on June 
6 and finished programmed work at 
Paterson, N. J., on the New York di- 
vision on August 12, completing 98 
miles in 49 working days, including 
moves. The density of traffic was 
meanest between Corning and Bing- 
hamton, N. Y., and between Harri- 
man, N. Y., and Paterson, N. J., with 
about ten trains a day being detoured. 
Delay should be eight to ten minutes 
per train. However, in congested ter- 
ritory it would run higher. It is impor- 
tant that the starting time of the gang 
be fitted and planned to meet proper 
scheduling of trains and changed from 
time to time as the work progresses 
and as changes take place in schedule 
time of trains. 

Good programming, planning and 
thorough preparation, including 4a 
good stone dump, are the makings of 
good tamper mileage and high quality 


It is nerve-wracking 
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TRAKLINER with Line Indicator corrects the line on tangent track and re-alines curves. An 
equipment maintainer accompanies gang at all times to keep machines in good condition. 


and moves the track to conform to the cor- 
rect alinement. In this operation, no stakes 
are necessary and no additional engineering 
personnel is required to provide a smooth 
riding curve. In heavy curve territory it is 
necessary to add a second track liner to take 
care of two miles of track. 

(11) A maintenance of way equipment 
repairman is present at all times to keep 
machines in good operating condition. 

In addition to the above, it is necessary 


for one man to carry water for the person- 
nel in this gang. A timekeeper is provided 
to distribute time, keep records and make 
necessary reports. 

The mechanic has a truck which is fully 
equipped with cabinets to carry spare parts, 
tools, etc. He uses this truck for transport- 
ing himself and one operator between the 
job and the house-trailer headquarters of 
the gang. An additional truck is used to 
carry men between assembly point and job. 





work. However, as mentioned before 
in different language, in the final an- 
alysis, the payoff on premium mileage 
and quality is efficient and able on-the- 
job supervision. The best-laid plans 
may need on-the-spot revision and 
close coordination must be main- 
tained with all concerned to insure a 
smooth operation and obtain top pro- 
duction. 

Experience gained throughout the 
years of developing mechanized track 
maintenance operations has always 
pointed up the vital need for agres- 
sive and systematic maintenance of 
the work equipment. This factor is as 
vital as the day is long and it must be 
recognized that without the support 
of adequate maintenance and the pres- 
ence of a capable and versatile repair- 
man on the job, the high production 
rates and top quality standards cannot 
be maintained. 

Once the outfit “gets the track” as 
prearranged, the men and equipment 
proceed on the track from the tie-up 
point to the beginning of the day’s 
work, each machine in its proper po- 
sition in the production line. It is im- 
portant for the lead machine, the Super 
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Jack-All with Trak-Surfacer, to get 
off to a quick start to make working 
space for the following machines. This 
machine is the pace-setter and it has 
to keep going to stay ahead of the 
tampers; any delay at this point will 
affect the entire outfit. 

You cannot afford to lose as little as 
a second per tie. Did you ever stop 
to figure what the loss of just one sec- 
ond per tie amounts to in a day? About 
fifteen rails! However, once away to 
a good start, this lead machine can 
easily maintain a pace of 40 to 45 
rails per hour and keep the outfit 
stretched out for proper working 
space. 

Each rail length is numbered from 
the beginning of each day’s work and 
the number is marked on the tie of 
the opposite track so that the pace 
can be readily checked at any time or 
place in the outfit. This also assists in 
determining where and when to stop 
the front and to allow for closing the 
last-stage operations in time to give up 
the track on schedule. Also, the spiral 
and curve elevations are marked out 
in advance so they are available for 
setting in with the Trak-Surfacer. It 


is important to give the track up on 
time because there is a train ready to 
go through on its own track. 

Men are taught to stay off the live 
track; it is not necessary to occupy it 
or work close to it, so that it is safe to 
keep tamping and raising when trains 
are passing under slow order. We did 
not have an accident all summer. The 
men like it. They got so interested 
they ate lunch while working although 
a period of 30 min was allowed for 
lunch and the lunch time was not in- 
cluded in the hours worked. 


Labor costs reduced 


With the organization described at 
the tops of these pages, it is possible 
to tamp an average of at least two 
miles of track daily and completely 
dress it to proper standards, thus re- 
ducing the labor cost to approximately 
$265 per mile. In order to accomplish 
this, it is necessary to occupy the track 
for the complete eight-hour period of 
the working day. This can only be ar- 
ranged by providing detour move- 
ments of trains. The installation of 
temporary crossovers at the extremi- 
ties of the desired detours permits 
normal train operation without too 
much delay. 

This method of operation cuts de- 
tours to a minimum length and, with 
the employment of temporary opera- 
tors at the outlying crossovers, we are 
able to keep train delays to about one- 
third of what they used to be when 
working under traffic, and thus reduce 
the overall cost of surfacing opera- 
tions. Stop to think about it a moment 
and you will recall not so long ago 
when the operating department would 
put up with slow orders for the equiva- 
lent of 400 days to accomplish 100 
miles of track work. 

This so-called “mechanized tandem 
Power Ballaster gang” provides a ver- 
satile combination of machines and 
the teamwork of skilled men, organ- 
ized to perform high grade tamper 
work on a rapid production basis. It 
is another modern and progressive 
tool at the disposal of M/W officers 
on the Erie with which to maintain 
good riding track. Erie officers con- 
sider it another means of making the 
maintenance dollar go further, and 
plan on extending our one outfit to 
two next year. 

In the words of an experienced 
trackman: “We sure cover a lot of ter- 
ritory and do it a lot easier and better 
than we used to.” 
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NEW BRIDGE is located on a 21/2-mile line change which includes 70-ft 
embankments and two shorter bridges. New line improved alinement 
between Quincy and West Quincy, Mo., on opposite sides of the river. 


FIRST TRAIN crossed new bridge on October 21. Bridge consists of 6 deck- 
girder spans, 7 deck-truss spans and 1 through-truss span. 





No longer will trains of the Burlington be delayed 
by river traffic on the Mississippi at Quincy, Ill. The 
road recently completed construction of a 2500-ft 
high-level bridge to replace the old bridge which had 
a swing span over the navigation channel. The bridge 
is part of a 2'%2-mile line change which included two 
other bridges. Total cost of the project: About $10 
million, paid in part by the government. 


@ On October 21 the first train 
crossed the Burlington’s new 2500-ft 
bridge across the Mississippi river at 
Quincy, Ill. This event culminated 
about 112 years of construction work 
which included, in addition to the long 
river crossing, two shorter bridges and 
a 2'2-mile-long line change. The new 
bridge was officially dedicated on No- 
vember 11. 

The new, long bridge built as part 
of this project is a modern structure 
in every respect. Perhaps symbolic of 
its modern nature is the fact that the 
final two-thirds of the structure was 
assembled with high-strength bolts in- 
stead of rivets. The switch came about 
this way: When about one-third of the 
bridge had been erected using rivets 
for the connections between members 
it became apparent that a scarcity of 
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experienced riveting crews would pre- 
vent the structure from being com- 
pleted on schedule. At this point the 
contractor for the erection work sought 
and obtained approval from the rail- 
road to use high-strength bolts for the 
remainder of the bridge. 

Located about 260 miles southwest 
of Chicago, Quincy is on the road’s 
heavy-traffic main line to Kansas City, 
Mo. Prior to the construction of the 
new bridge, trains crossed the Misssis- 
sippi river over a low-level bridge 
which had a 358-ft swing span over 
the navigation channel. 

The old bridge was originally con- 
structed in 1869; the superstructure 
was replaced in 1898. It was 2100 ft 
long and consisted of 10 through truss 
spans, including the swing span, and 
one deck-girder span. Base of rail was 





New bridgej cul 


at an elevation about 22 ft. above nor- 
mal pool level. The bridge was located 
over water backed up by a dam below 
Quincy. 

The navigation channel was located 
on the west (Missouri) side of the 
river, the swing span of the former 
bridge being the second span from that 
end. The channel was formed arti- 
ficially by wing dams which diverted 
the natural current of the river to the 
west side. This caused river traffic to 
fight a strong cross current while ap- 
proaching the bridge opening, result- 
ing in relatively frequent collisions 
with various parts of the bridge. In 
fact, in 1948 the bridge was closed to 
traffic for three months after one of 
the piers had been struck by a line of 
barges being pushed by a towboat. 

The road estimates that the bridge 
was opened for normal river traffic on 
the average of 7 to 10 times a day, not 
counting test openings. Each opening 
required approximately 30 min. 

Construction of the new bridge 
came about as the result of an order 
from the Army Corps of Engineers to 
provide a clear channel width of 300 
ft and a vertical clearance of 63 ft 
above normal pool. In addition, the 
Burlington was notified that the chan- 
nel would be moved approximately 
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1400 ft eastward to the Illinois shore 
to conform more nearly to the natural 
flow of the river. Purpose of the re- 
location was to give river traffic a 
straight approach to the bridge open- 
ing. 

Instead of modifying its existing 
bridge to comply with the order the 
Burlington elected to construct a new 
bridge on a different alinement. As a 
result, the federal government paid 
only a portion of the cost, amounting 
approximately to the cost of modify- 
ing the old bridge to meet the specified 
conditions. Total cost of the project 
was about $10 million, the govern- 
ment contributing about $2.4 million. 

The decision to construct a new 
bridge was predicated on a number of 
considerations, including: (1) The 
fact that the existing bridge was near- 
ing the end of its useful life; (2) the 
need for improving the railroad’s 
alinement between Quincy and West 
Quincy, Mo., on the other side of the 
river; and (3) the troublesome delays 
to railroad traffic due to the need for 
opening the bridge frequently to allow 
river traffic to pass through. 

The new river crossing is located 
500 ft upstream from the previous 
bridge. There are 14 spans in its 2500- 
ft length—six deck girders (two 90 ft 
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long and four 84 ft long), seven 228-ft 
deck trusses and one 336-ft through 
truss over the navigation channel. 

The two other bridges on the line 
change are deck-plate girder spans and 
are located east of the river. One is a 
716-ft, 7-span structure across Quincy 
bay. The other is a 296-ft, 3-span 
bridge across North Bottom road and 
the Burlington’s Carthage branch. 
The bay bridge provides a vertical 
clearance of 50 ft above normal pool, 
which is more than sufficient to allow 
passage of pleasure boats. 

All three structures are ballast-deck 
bridges designed for Cooper’s E-72 
loading in accordance with AREA 
specifications with slight modifica- 
tions. To facilitate inspection of the 
deck-truss spans, walkways and lad- 
ders were provided. The track rails on 
the bridges are fastened with compres- 
sion clips. The rail used on the line 
change is the road’s standard 129-Ib 
torsion-resisting section. 

The three bridges are equipped with 
metal-grating walkways on both sides 
for the use of trainmen. Motor car 


setofis are provided at intervals of 500 
ft along the Mississippi river bridge. 
One of those, near the center of the 
bridge, is equipped with a telephone. 

Portions of the embankment on the 





CHANNEL span (above) was assembled in two 
sections adjacent to piers. 
low) were erected on low bents set on barges. 


Deck-trusses (be- 
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new line are about 70 ft above natural 
ground. To provide a stable founda- 
tion for the embankment approxi- 
mately 500,000 cu yd of top soil was 
removed by the LaCrosse Dredging 
Corporation, the dredging contractor. 
About 3.6 million cubic yards of fill 
were required to construct the em- 
bankments. Most of the fill was ob- 
tained from material dredged out of 
the river and from an island between 
the river and the bay. 

The substructures of the three 
bridges were constructed by the Kan- 
sas City Bridge Company, Kansas 
City, Mo., which also constructed the 
timber decks on the bridges. The 
abutments and piers of the river and 
bay bridges are supported on steel 
H-piles which extend to bedrock. 
Some of these piles are 170 ft long. 
The west abutment of the bridge across 
North Bottom road is also supported 
on steel piling. The east abutment and 
the piers of this bridge were landed 
directly on Mississippian limestone. 

The contractor for steel erection, 
the Bethlehem Steel Company, moved 
onto the job in February of this year. 
One of its first tasks was the construc- 
tion of a work harbor and an adjacent 
work area, including a dock. These 
facilities were located at the east end 
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FINAL two-thirds of 2500-ft bridge was 
assembled with high-strength bolts. 


New bridge contd 


of the old bridge between it and the 
site of the new bridge. An 1100-ft 
siding was constructed by the Bur- 
lington to serve the facilities. 

Actual erection of steel began in 
April when assembly of the trusses 
was commenced. Erection of the 
trusses and of the two shorter bridges 
progressed concurrently, the latter be- 
ing completed during the summer. 

All of the truss spans were assem- 
bled on barges anchored in the river 
adjacent to the piers on which they 
were to be placed. The through span 
was the first truss span to be assem- 
bled and erected. It was assembled in 
two sections, each section supported 
by a falsework tower mounted on two 
barges. Due to high water the early 
stages of the assembly work took 
place in the shelter of the work harbor. 
When the high water subsided suffi- 
ciently, the barges were towed out into 
the river and anchored between the 
piers on which the span was to be 
erected. 

When the two halves of the through 
span were completed they were 
brought together and connected by 
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REMOVAL of old truss span located over new navigation channel was started immediately after trains commenced using new bridge. 


rivets, while still supported on the 
barges. Approximately 45,000 gal of 
water were pumped into one of the 
barges to bring it to the proper angle 
and elevation for joining the trusses. 
A few days later the span was lowered 
onto the piers. This was accomplished 
by flooding the barges a sufficient 
amount to lower the span onto timber 
blocking about three feet high on the 
top of the piers. Four 250-ton hy- 
draulic jacks, two on each pier, were 
then used to lower the span onto its 
bearings atop the piers. 

The original plans called for lower- 
ing the span directly onto its bearings. 
However, due to the high water the 
barges could not be lowered suffi- 
ciently to make this possible. 

With the through span in place the 
erection crews commenced assembly 
work on the deck-truss spans. For this 
work, the falsework towers used to as- 
semble the channel span were disman- 
tled and reconstructed as two low 
bents on each set of barges. Each set 
was then anchored alongside the ap- 
propriate piers and a deck truss as- 
sembled on it. These spans were 
landed directly onto their bearings on 
the piers. When one span had been 
placed the barges would move to the 
next span, moving around the other 
set of barges if necessary, so that as- 
sembly of that span could be under- 
taken. After each truss was in place 
on its piers the stringers were erected 
and the timber deck constructed. The 
ballast was then installed and the track 
laid across the span. 

The switch to high-strength bolts 
came after the two east deck-girder 
spans, the through-truss span and one 
deck-truss span had been erected. A 
total of about 140,000 high-strength 
bolts was required to erect the final 
two-thirds of the bridge, placing bolts 


- in all the holes that had been punched 


to receive rivets. Nuts for the bolts 
were run down by air wrenches set to 
apply the desired tension in the bolts. 
Twenty per cent of all the nuts were 
tested with a torque wrench as a check 
to assure the proper tension was being 
applied. 

The only exception to the erection 
procedure outlined above is found in 
the procedure followed in erecting the 
last deck-truss span, which was placed 
over a portion of the old navigation 
channel. To keep the channel open 
for river traffic this closure span was 
assembled to one side. 

To minimize delays to railroad and 
river traffic the closure span was in- 
stalled on its piers as a complete unit, 
that is, with stringers, timber deck, and 
ties in place. The rails and ballast 
were added immediately after the span 
was landed. 

Railroad traffic commenced using 
the new bridge the following day. This 
enabled crews to start removing the 
portion of the old bridge extending 
over the new navigation channel. One 
truss span was removed immediately 
by reversing the procedure used to in- 
stall the new trusses. In this opera- 
tion a barge with its hold partially 
filled with water was placed under the 
span. Water was then pumped out un- 
til the span, which had been cut away 
from the remainder of the bridge, was 
free of its piers. It was then floated to 
the material dock and cut apart for 
scrap. 

Removal of this span permitted re- 
stricted use of the new channel by 
river traffic. The two adjacent spans 
were then removed to permit removal 
of the two piers within the channel. 
When that work is completed barges 
will have unrestricted use of the new 
channel. The balance of the old 
bridge, including the remaining piers, 
will be removed at a later date. 
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How good are ties in track today? 


Since tie renewals generally have been declining 
for years and are now close to the record low, is it 
correct to assume that deterioration has taken place 
in the condition of ties in track? How do railroad men 
rate the condition of their ties today compared with 
ten years ago? Answers to these and other questions 
relating to crossties were contained in addresses pre- 
sented during the recent annual meeting of the Rail- 


way Tie Association. 


@ Inspite of the fact that tie renewals 
have been in a general downtrend 
since 1946, and have reached the low- 
est levels in history, the great majority 
of track maintenance officers say their 
general tie condition has not dete- 
riorated in the last 10 years. 

In fact, only one of 18 railroads 
queried on the subject said that such 
deterioration had taken place. Nine 
said that the tie condition on their 
roads had actually improved during 
that period, and eight said it had re- 
mained about the same. 

These statements were contained 
in an address presented by M. H. 
Dick, editor of Railway Track and 
Structures, before the annual meeting 
of the Railway Tie Association. The 
meeting was held at the Statler Hilton 
hotel, Cleveland, October 26-28. The 
sessions were directed by D. B. Framp- 
ton, Jr., president of the RTA. 

In discussing the subject, “The 
Condition of the American Crosstie 
Today,” Mr. Dick first ruled out the 
theory that business conditions have 
been the dominant factor in the down- 
trend of tie renewals. In making this 
point he noted that between 1946 and 
1955 tie renewals were generally go- 
ing down even though net income of 
the railroads was moving generally 
higher. 

The paradoxical situation created 
by sub-normal tie renewals without 
a corresponding decline in the condi- 
tion of ties can be explained, he said, 
by a “combination of factors that are 
acting all at the same time to depress 
tie renewals without building up any 
great amount of deferred maintenance 
in the tie condition.” He had ascer- 
tained these factors, he said, through 
interviews with numerous track men. 

Heading the list, and by far the most 
important, is the cyclical factor. Heavy 
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insertions of treated ties in the "Forties 
established the pattern of an undulat- 
ing tie-renewal curve that will extend 
far into the future. At the present 
time tie renewals are in a trough of 
the curve. 


Will go up eventually 


Track men realize, said the speaker, 
that the curve will turn up eventually, 
but most of them are not able to pre- 
dict precisely when this will happen. 
None of the railroads queried expects 
tie renewals to recede below present 
levels. Eight expect their renewals to 
develop an uptrend sometime during 
the next several years, while 10 ex- 
pect their tie insertions to continue at 
about the same level. 

The almost universal use of ma- 
chines for renewing ties was cited by 
Mr. Dick as another factor that track 
men say is helping to depress tie in- 
sertions. With tie renewals now gen- 
erally being made by specialized and 
highly mechanized gangs most feel 
that the number of ties to be inserted 
per mile must come up to a certain 
minimum before it is economical to 
put the gangs to work. This minimum 
figure may run anywhere from 100 to 
250 per mile. 

The use of machines has reduced 
tie renewals for another reason, he 
added. “In the days when ties were 
renewed by hand it was generally nec- 
essary to shovel a lot of ballast in tak- 
ing out an old tie and inserting a new 
one. This being the case it was a fair- 
ly common practice when a tie had 
been dug out to take out the one next 
to it, simply because it was easy and 
not necessarily because the tie was in 
bad shape. With machines, on the 
other hand, it’s just as easy to take 
out one tie as it is a half dozen.” 


The high cost of labor and mater- 
ials has caused track men to become 
extremely cost conscious these days, 
declared Mr. Dick, adding that this 
was another factor behind the down- 
trend in tie renewals. This state of 
mind has caused many roads to take a 
close look at their tie practices, par- 
ticularly those that have a bearing on 
the number of ties inserted. 

The result has been some interest- 
ing findings. “One is that the local 
people—supervisors, roadmasters and 
division engineers — are apt to be 
somewhat generous in their estimates 
of tie requirements. There are various 
reasons for this but the main one is 
that the local supervisor has a sort 
of proprietary interest in his territory; 
he wants it to be in first-class shape. 
With this attitude it is understandable 
that he might mark ties to come out 
that have several years life left in 
them.” 

On many roads, said Mr. Dick, the 
practice now is for tie inspections to 
be made by tie markers working out of 
the main office. The experience in 
general is that, under this system, 
fewer ties are being marked to come 
out. 

Still another factor that is helping 
to hold tie renewals down without 
having an unfavorable effect on the 
over-all tie condition, Mr. Dick men- 
tioned the use of means of making ties 
actually last longer, such as larger tie 
plates, better preservative treatment, 
dowells, tie pads and the incising of 
hardwood ties. “There is no doubt,” 
he said, “that wide use of these meas- 
ures is causing ties to stay in track 
longer now than ever before.” 


How ACL gets longer tie life 


The importance of measures to pro- 
long the life of ties was also brought 
out in an address by C. J. Plastre, 
chief tie and lumber supervisor, At- 
lantic Coast Line. Noting that the 
ACL has in excess of 23 million ties 
in track, which cost about $5 each 
installed, “it can be seen,” he said, 
“how important it is to get long serv- 
ice life.” 

Explaining the tie practices of his 
road, Mr. Plastre said that “with the 
passing of hewn pine and cypress .. . 
we have turned largely to sawn hard- 
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woods.” Because gum “is a very 
treacherous wood and is often decayed 
in the center while it looks good on 
the outside,” the policy of the ACL 
is to season all gum ties artificially. 
Tests of gum ties seasoned in this 
manner show only four per cent decay 
in evidence after 13 years. From the 
original test of about 1,200 ties only 
3 ties have been taken out of track. 

Another ACL practice explained 
by Mr. Plastre is to incise all ties 
promptly after they reach the treat- 
ing plants. The first service tests of 
incised ties were made in 1953 along 
with other ties that were not incised. 
“After seven years,” he said, “incised 
ties are far superior in appearance to 
ties not incised. A recent inspection 
revealed 34 per cent less checking in 
incised sweet gum.” 

The road has taken a particular in- 
terest in hickory crossties, said Mr. 
Plastre. He has found that incising 
is also a definite factor in retarding 
checking and splitting of this species. 

Other features on the program of 
direct interest to railroad men were 
an address by E. J. Brown, chief en- 
gineer of the Burlington Lines, and 
president of the American Railway 
Engineering Association, and a panel 
discussion on “The Future of Wood 
Crossties.” With C. S. Burt, assistant 
to vice president, purchases and stores, 
Illinois Central, acting as moderator, 
the panel consisted of L. C. Collister, 
manager treating plants, Santa Fe Sys- 
tem; K. C. Edscorn, tie and timber 
agent, Missouri Pacific; and E. L. 
Kidd, assistant to chief tie and timber 
agent, Seaboard Air Line. 

All panel members agreed that the 
wood crosstie has a good future. Ac- 
cording to statements made by the 
panelists, this conclusion is based on 
two major assumptions: (1) That the 
railway industry will form a vital part 
of the economy of the future, and 
(2) that no economical substitute ma- 
terial is available to take the place of 
wood for crossties. 

Mr. Brown’s primary purpose was 
to bring greetings from the AREA. 
In addition he told of measures being 
taken to get more service life from 
wood crossties. These include, he 
said, good ballast to allow for proper 
drainage and proper spacing of ties 
in each panel to assure a uniform 
bearing. He emphasized the need for 
careful handling of ties. 
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THIS TRAKLINER, with Switchliners hung from “A” frame, is ready for lining at turnout, 


Wire ‘sighting’ device 


An assembly of four hydraulic devices has been 
developed which make it possible to line track within 
the limits of turnouts with the Trakliner-Line Indicator 
combination. Personnel needed consists of lining ma- 
chine operator and two trackmen. 


@ The Nordberg Trakliner, as used 
with the Line Indicator “wire,” may 
now be adapted for lining track 
through turnouts and crossovers in 
either tangents or curves. 

This is made possible through the 
use of newly developed hydraulic de- 
vices, known as Switchliners, which 
line the track independently of the 
Trakliner but which are powered from 
its hydraulic system. 

There are four Switchliners in each 
outfit. Each of them consists basic- 
ally of a hinged plate mounted on a 
steel base plate with a diamond non- 
skid pattern on the under side. 
Mounted under one end of the hinged 
plate is a 41%2-ton capacity hydraulic 
ram with a travel of 2% in. Normal 
angle of the hinged plate to the base 
plate is about 15 deg. When the ram 
is fully extended the angle is increased 
to 30 deg. A coil spring returns the 
ram to its normal position when the 
hydraulic pressure has been released. 

Lining a turnout with the Switch- 
liners is accomplished by placing them 
in the cribs under the rails. When 


lining at points where it is difficult to 
move the turnout, such as at the heel 
of frog, all four Switchliners may be 
required to shift the track. On the 
other hand two may be sufficient in 
the vicinity of the switch point. 

Generally speaking, when four of 
the units are used, two are placed un- 
der each rail. However, the arrange- 
ment will vary depending on condi- 
tions and on the particular part of the 
turnout that is being lined. 

As part of the Switchliner assembly 
a hinged “A” frame is provided for 
attachment to the rear end of the 
Trakliner. When not in use the “A” 
frame is carried in the raised position 
by chains attached to the frame of the 
Trakliner; when lining a turnout the 
chains are lengthened to place the 
frame in the lowered position. 

In this position the frame serves two 
purposes: (1) It carries a manifold 
with four outlets for providing hy- 
draulic power to the Switchliners; 
and (2) it serves as a rack to carry 
the Switchliners when moving from 
spot to spot in the turnout. 
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TWO SWITCHLINERS in working position adjac 





ent to indicator buggy. 





LOCATION of Switchliners is varied depending on thrust needed. 


adapted for lining through turnouts 


A single hydraulic hose, with quick 
couplings at each end, connects the 
manifold on the “A” frame with the 
hydraulic system of the Trakliner. 
Four hoses, also with quick couplings 
at each end, are provided for connect- 
ing the Switchliners to the manifold. 
Operation of the Switchliners is con- 
trolled by the Trakliner operator from 
his regular position on the machine, 
using the same operating lever as 
when lining open track. 

When lining track with the Trak- 
liner-Line Indicator combination a 
buggy with a pointer and scale is car- 
ried underneath the Trakliner. When 
using the Switchliners it is necessary, 
to allow the men adequate room in 
which to work, to remove the indi- 
cator carriage to a position behind 
the Trakliner. In making this change 
it is necessary to preserve the position 
of the indicator buggy relative to the 
length of the wire, that is 20 ft ahead 
of the rear buggy and 100 ft back from 
the front buggy. 

To do this one of the spacer buggies 
ahead of the Trakliner is removed and 
the Trakliner is moved forward and 
coupled to the next spacer buggy. 
Next the coupling tube at the rear of 
the Trakliner is disconnected from the 
rear buggy and the indicator buggy, 
now removed from underneath the 
Trakliner, is attached to the end of 
this tube. A special coupling tube, 
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TRAKLINER, with “‘A’’ frame in raised position and indicator buggy returned to its normal 


a» 


position under the lining machine, is now back at work lining open track. 


furnished as part of the Switchliner 
assembly, is inserted between the in- 
dicator buggy and the rear buggy. It 
is said that only two minutes at the 
most are required to make the changes 
necessary to adapt the equipment for 
lining at turnouts. 

In practice the track is lined in the 
usual manner with the Trakliner and 
Line Indicator from either direction 
up to the turnout, the last “throw” 
being made as close to the switch 
point or heel of frog as is conveniently 
possible. The necessary changes and 


adjustments to adapt the equipment 
for lining with the Switchliners are 
then made. The equipment is then 
moved through the turnout, doing 
necessary lining at the point and heel 
of switch, the heel and toe of frog and 
at intervals of about eight ties between 
the heel of switch and the toe of frog 
as indicated by the wire. 

When lining through a turnout the 
Trakliner operator: occupies ‘his usual 
position on the machine. Generally 
speaking only two men are needed to 
handle the switchliners. 
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CNR dedicates new classification yard 


On November 2 the Canadian National dedicated its new 
$15 million automatic retarder classification yard at Moncton, 
N. B. At the dedication Donald Gordon, the road’s president, 
stated that the new facility will reduce the average yard time of 
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freight cars from 24 hr to about 4 hr. The 830-acre yard has 
40 classification tracks and 20 receiving and departure tracks. It 
will normally classify 1,400 cars daily but this rate can be in- 
creased to a daily peak of 2,000 cars. Cars can be humped at the 
rate of one every 15 sec. Facilities at the yard include a car repair 
shop (right center) and a $2 million diesel shop. 


News briefs in pictures... . 


Russians inspect concrete ties 

A delegation of Russian scientists recently inspected the Sea- 
board’s concrete-tie installation near Tampa, Fla. They were ac- 
companied by John P. Roebuck (front center), vice president, 
American Concrete Crosstie Corp., manufacturer of the ties. 
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New factory for Kohler Company 


This 12-acre, single-story brick factory has been constructed by 
the Kohler Company, Kohler, Wis., for the production of engines 
and electric plants. Such units were formerly produced in one of 
the multi-story buildings in background. 
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THE IMPROVED Handyman is equipped with 
a precision level that can be used with ex- 
isting wire or bioscopic surfacing devices. 


Improvements made to... 


Track machines 


GREATER efficiency and operating ease is 
claimed to have resulted from improve- 
ments made to the Kalamazoo Handyman 
power tamping jack and the Model 40 Bal- 
last Equalizer. The improved model of the 
Handyman incorporates hydraulically oper- 
ated tie nippers, designed to handle ties 
from 8 ft to 9 ft 3 in long, new vacuum 
brakes for fast, accurate indexing and a 
precision level that is designed for use with 
either existing wire or bioscopic surfacing 
devices. 

The Model 40 Ballast Equalizer is equip- 
ped with a mechanical drive for operation 
of the track sweeper, eliminating the need 
for a second engine. It is available with 
either Ford Industrial power or the General 
Motors’ (Jimmy) diesel engine. In addition, 
the machine incorporates larger axles, fully 


Operates from push car... 


Rail loader 


ONE MAN can quickly load rails on a 
push car, it is claimed, by means of the 
Nolan hydraulic rail loader. The loader 
Operates from the deck of any make of push 


RAILWAY TRACK and STRUCTURES 


STRUCTURES 





RAIL LOADER raises rail by continuous operation of the hoist’s 
hand pump until rail is above deck of the push car. 
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enclosed drive gears and air brakes. Like 
previous models, the Model 40 can be op- 
erated in either direction in order to move 
excess ballast off the track or shift the bal- 
last from tie ends into the center of the 
track. Both ballast boxes and the plow are 
fully adaptable *to. requirements without 
mechanical adjustments.’ 

A portable setoff is available which is de- 
signed to be easily set up, completely rigid 
and adaptable to most ground conditions. 
The setoff is designed to be assembled in a 
short time by two men. It is equipped with 
a system of braces and turnbuckles to make 
the unit steady under machines weighing up 
to 20,000 lb. Kalamazoo Manufacturing 
Company, Dept. RTS, Kalamazoo, Mich. 





Power shifting for .. . 


New Traxcavator 


SINGLE-LEVER shifting through all 
phases of the work cycle is featured on the 
new Caterpillar 955 Series H Traxcavator. 
Powered by a turbocharged four-cylinder 
diesel engine, rated at 100 net hp, the new 


car and consists of three sections, the hoist, 
a base with hand pump, and rail clamps and 
chains. It weighs 290 lb assembled. 

To raise a rail from the ground onto the 
push car the rail first is dragged by the 
hoist into position for lifting. The rail is 
raised by continuously operating the hand 
pump until the rail is above the deck of the 





MAST of loader is tipped backward to swing 
Restricted flow of oil controls lowering operation. 


' PRODUCTS 


machine is stated to have 25 per cent 
greater productivity on many jobs than 
prior Traxcavator models. In addition, 
bucket capacity has been boosted from 11% 
to 1% cu yd and the lifting capacity in- 
creased 23 per cent. The latter has been 
accomplished by the use of a new hydraulic 
system. Other improvements include an in- 
crease in the number of track rollers from 
5 to 6, adoption of a heavy-duty under- 
carriage with welded track guiding guards, 
lifetime-lubricated rollers, a 52-gal capacity 
fuel tank and a more efficient and com- 
fortable operator’s compartment. 

The new power-shift transmission utilizes 
a single-stage torque converter and provides 
four speeds in both forward and reverse. 
The gear selector control lever is mounted 
forward of the left arm rest and is equipped 
with a safety gate lever which locks it in the 
neutral position. Controls in the operator’s 
compartment are grouped on a center col- 
umn with a throttle lever located on each 
side to permit operation with either right 
or left hand. 

Features from previous models incorpo- 
rated in the 955H include automatic bucket 
positioner and kickout, 40-deg tilt back and 
4712-deg tilt at maximum lift, three grouser 
track shoes and hydraulic track adjusters. 
Dumping height of the machine is 130 in, 
with a dumping reach of 41.2 in at a 45 deg 
discharge angle. 

A full line of attachments is available, 
such as side-dump, light-material, heavy- 
material, quarry, and skeleton rock buckets; 
bulldozer blade; ripper; pulpwood, lumber 
and log forks and hydraulic control ar- 
rangements for front and rear-mounted at- 
tachments. Caterpillar Tractor Company, 
Dept. RTS, Peoria, Ill. 
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rail over push car. 


push car. Continued pumping tips the 
mast of the loader backwards to swing the 
rail over the push car. The rail is lowered 
onto the deck by moving the pump lever to 
the extreme forward position. A restricted 
flow of oil controls the lowering operation. 
The Nolan Company, Dept. RTS, Bowers- 
ton, Ohio 
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Tight gage from slewed ties 


What causes crossties to slew enough to result in tight gage? 
Explain. How can this condition be corrected? 


Use more anchors 


By LEE SPENCER 

Track Supervisor (Ret.) 
Long Island Railroad 
Scottsdale, Ariz. 

There is only one explanation for 
the slewing of ties, insufficient and in- 
adequate rail anchorage, allowing one 
or both rails to creep or run. This is 
generally most prevalent in track us- 
ing slotted joint bars under the old 
theory and hope that these joint bars 
would also suffice as rail anchors. The 
remedy is equally as simple, sufficient 
and adequate anchorage to hold the 
rails from creeping. 


Anchor both sides 


By L. G. Lawson 
Roadmaster 
Canadian National 
Melville, Sask. 

Crossties slew enough to make tight 
gage for several reasons. Old-type 
slotted joints with running steel and 
ties not anchored on the end opposite 
the joint are the most common rea- 
sons for slewed ties. Another is that, 


NEW QUESTIONS to be answered in March 


Do you have an answer to any of the 
questions listed below? If so, send it 
in. Payment—based upon substance 
and length—will be made for each 
published answer. If you wish your 
name withheld, we'll gladly comply. 


DEADLINE: January 30 


@ 1. What is meant by preventive 
track maintenance versus corrective 
maintenance? What are the advan- 
tages and disadvantages of each? Ex- 
plain. 


@ 2. What is the best work procedure 
for making underwater repairs to ma- 
sonry substructures? Explain. What 
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with certain types of rail anchors, one 
may become loose and creep away 
from the tie, which often hapens when 
insufficient anchors are applied. An- 
other reason is that sometimes a tie 
plate is spiked so that it fits slightly 
skewed with the rail. This, in turn, 
sometimes causes a tie to slew. An- 
other reason is centerbound track. 
Wherever the slotted type of angle 
bars are still used, which is mostly in 
sidings, yard tracks or secondary 
branch lines, the ties opposite the 
joint should be box-anchored. Also, 
sufficient anchors should be added to 
prevent movement in either direction. 
Careful checking of anchors to see 
that none is loose will take care of the 
slewing of crossties caused by a loose 
anchor. Again more anchors are re- 
quired when this condition exists as 
the rail will be moving back and forth. 
A carelessly spiked tie plate, where 
the end of the shoulder is tight against 
the rail on one side and away from the 
rail on the other, can easily be avoided 
by using more care. This is more com- 
mon on single-shoulder tie plates and 
especially where spikes are tapped 


equipment is required and how should 
it be used? 


e@ 3. Some roads still unload and pile 
crossties at station grounds, then dis- 
tribute them by truck or by motor car 
and push cars. Isn’t it more economi- 
cal to distribute ties directly from the 
cars in which they are delivered, either 
by work train or local freight? 


e 4. Is there any advantage in using 
water for puddling when back-filling 
around bridge and building founda- 
tions? Any disadvantages? How much 
water should be used? What better 
method can be used? 


-@ 5. Is the M/W ratio (percentage 
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against the rail when spiking. This 
can be eliminated by careful spiking. 

Centerbound track should be cor- 
rected as quickly as possible where- 
ever it exists because slewing of cross- 
ties is only one of the dangers of this — 
type of track. Poor surface is always 
prevalent. Tamping the same distance 
inside as outside the rail should al- 
ways be adhered to with not too low 
a trim left in the cribs. 


Many factors 


By THOR MoNnROD 
Section Foreman (Ret.) 
Northern Pacific 
Billings, Mont. 

There are many contributing face” 
tors which enter into this question 
It, therefore, takes some careful study 
to arrive at the proper solution. The 
following are the most usual contrib 
uting factors which will cause slewed) 
ties: 

(1) Rail anchors in insufficient amount, 
faulty in themselves or in their application,” 
particularly if not applied in an equal 
amount on each side of track. This would 
let rails run more on one side than on the” 
other, thereby taking the ties with them.” 

(2) Faulty ballast with not enough bond 
to insure compact surface bearing for the 


ties, or else insufficient ballast to prevent 
the ties from shifting. 


(3) Poor drainage will foul ballast. Also, 
poor subgrade over soft spots and swampy 


of maintenance of way and structures 
expenses to operating revenues) a 
sound basis for measuring the effec- . 
tiveness of a maintenance-of-way de- 
partment? Explain. If not, are there 
other and better yardsticks that may 
be used for this purpose? Explain. 


The wo 
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Do you have a question you'd like § cally « 
to have answered in these col- B® indicat 
umns? If so, please send it in. & it was. 
Ever 

RAILWAY TRACK and STRUCTURES I wit}, 


money 








Speed Yard Operations at Less Cost 
with Racor’ No. 22 Stand! 


The word has been passed in a number of 
yards: ladders and other areas equipped 
with Racor No. 22 Switch Stands may be 
tun through. Result: time and money 
saved by eliminating costly switcher stops 
and delays. 

This husky switch stand will take any 
number of run-throughs and automati- 
cally complete the throw and the proper 
indication. The hand lever stays where 
it was, 

Even in yards that will not permit 
switch trailing, the No. 22 stand will save 
money by eliminating the costs of acci- 


dentally damaged switches, rerailing, 


Op- 
erating delays, locomotive repairs. 

The Racor No. 22 Switch Stand makes 
switch point adjustment easy, too. Every 
stand is equipped with a heat treated, 
forged steel, adjustable crank eye that is 
actually stronger than rigid types. Accu- 
rate adjustments can be made without re- 
spiking stand. 

If you are interested in speeding up 
your operations and saving 
money with this heavy-duty 
stand, let your Brake Shoe 
representative know. 


RAILROAD PRODUCTS DIVISION 
530 Fifth Avenue » New York 36, N.Y. 
IN CANADA: DOMINION BRAKE SHOE COMPANY, LTD. 


Quality products 
cut your ton-mile costs! 
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ground will loosen ties and cause them to 
slew as will also their proximity to a bridge, 
where rail running is more noticeable. 

To remedy this a close inspection 
must be made to find out what actual- 
ly caused it. Straighten out and renew 
any badly damaged or slewed ties and 
track fastenings. Place track in cor- 
rect gage, reset and replace all rail 
anchors, apply new anchors for faulty 
ones and place any additional anchors. 

Track at these locations should be 
placed in as good a surface and line 


as possible. Also, if necessary, addi- 
tional new ballast should be applied. 
If the slewed-tie condition was brought 
about by poor drainage, it also would 
have to be rectified. 


Caused by new ties 


By R. H. BECKER 
Section Foreman (Ret.) 
St. Louis-San Francisco 
Festus, Mo. 

The slewing of ties occurs mainly 
when new ties are inserted. The fact 
that the ballast is loosened when ties 


are inserted may be a consideration 
in the slewing of new ties. Another 
has to do with the fact that new ties 
are nipped up tight to the rail and the 
spikes are driven down tight. Hence, 
since the spikes in the old ties will be 
free for the rail to run, it is the new 
ties that take all the pressure when the 
rail expands. This will cause the 
ties to slew resulting in tight gage. 

This will happen whether you are 
spotting in your ties or are giving the 
track a light raise. The answer, in my 
opinion, is to avoid driving the spikes 
down too close. 











How to repair diagonal bracing 


What, if anything, should be done when the lower ends of 
both the diagonal bracing members of a timber bent are so 
decayed that the bolts are ineffective? Explain. How long can 
such work be deferred? Explain. 


Make repairs at once 


By H. A. LA CHAPELLE 
Engineer of Bridges & Buildings 
Green Bay & Western 

Green Bay, Wis. 

The diagonal bracing members of 
a timber bridge are an important part 
of the bent, and if the piling are not 
to be re-driven for a number of years 
the bracing should be replaced with 
new timber. 

Should the bridge be in such con- 
dition that it would be replaced in a 
year or two, I would remove the de- 
cayed end on the brace and bolt a 
4-in by 10-in brace on top of the old 
brace and through the center and track 
piling, and then place a 4-in by 10-in 
filler between the new brace and the 
end pile and bolt to the end pile. 

This work should be done at once, 
as the diagonal braces are necessary 
to hold the bent in a rigid position. 


Don’t defer if traffic heavy 


By W. J. HUNTSMAN 
Supervisor of Structures 
Denver & Rio Grande 
Grand Junction, Colo. 

When the timber decays so there is 
no support from the bottom bolt, the 
bolts that are higher will take the 
strain. But as time goes on and this 
trouble is not corrected, the posts will 
work on the sill and under the caps. 
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This has a tendency to make a bridge 
unstable when traffic is on it, causing 
the track to go out of alinement and 
the structure to move from side to 
side. 

If this condition is left unattended 
the life of caps and posts will be 
shortened. The piles or posts start to 
sway, then caps and posts will wear 
where they meet. Also the posts will 
wear on the sills. In addition the piles 
will work in the ground and have a 
tendency to drive. 

I believe that all diagonal bracing 
should be kept in good repair on all 
main-line bridges where the traffic is 
heavy. This work should never be de- 
ferred; the bolts should always be kept 
tight and the braces in good condition. 

Diagonal braces are the key to a 
solid bridge. The less movement in 
your bridge the longer it will last. If 
this work is deferred, the structure 
should be closely watched. Where 
the traffic is heavy, this work should 
never be deferred. 


Depends on conditions 


By V. W. HuTCHINGS 
Bridge & Building Supervisor 
Southern Pacific 
Bakersfield, Calif. 

There are several conditions that 
have to be given consideration in con- 
nection with this question. They are: 


The type of bents (framed or pile), 
where located (main line or branch), 
height of bents and number and con- 
dition of piles. 

On all frame bents, and on five- 
pile bents on the main line, braces 
should be renewed soon. We use 4- 
in by 10-in creosoted material with 
two bolts in each post or pile. 

On branch lines, on five-pile bents, 
we splice the braces by placing a 4-in 
by 8-in piece on top of the old brace. 

On branch lines, on four-pile bents, 
we renew the bracing, for in the ma- 
jority of cases the bolts are worn and 
cannot be tightened. These can be re- 
paired when a gang is in the vicinity. 

We have had no decay in braces on 
six-pile bents, but if we did have, we 
know of no reason braces should not 
be spliced when a gang is working in 
the vicinity. 


Describes specific job 


By C. F. INTLEKOFER 
Assistant Bridge Engineer 
Great Northern 

Seattle, Wash. 

When the lower ends of the diagonal 
braces of a timber bent are decayed, 
repairs should be made by replacing 
the braces or by cutting off the de- 
cayed portion and replacing it with a 
short piece of new brace, splicing it 
to the piece of old brace which re- 
mains. 

For bents of low height, it is usually 
best to renew the entire brace when 
its lower end becomes decayed. For 
higher bents where the braces involved 
are long, say greater than 20 ft, it may 
be satisfactory to splice a new piece 
of material to replace the decayed 
lower end of a diagonal brace. The 
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butt joint of the new and old braces is 
made with a timber splice plate about 
four feet long covering the joint. 

The most economical method 
should be selected, keeping in mind 
that the brace, after repairs, should 
last until the bent has to be replaced. 
The manner in which the decayed 
braces are fastened to the bents also 
enters the picture. If a brace is bolted 
to the bent, it can be removed readily, 
and without damage to the piles or 
posts. However, if the brace is fas- 
tened to the bent with spikes, then the 
brace will be destroyed in removing it, 
and the piles or posts will also be dam- 
aged in pulling the old and driving 
the new spikes. 

We have a long frame trestle of 150 


untreated bents about 18 ft high which 
has a number of braces (24 ft and 26 
ft long) decayed at their lower ends. 
We are recommending that the braces 
be cut off square where they pass the 
No. 2 post, and that a new 7-ft piece 
of brace be placed to make a butt 
joint with the old brace, and to be 
spliced with a steel plate. The plate 
will be 3 in by % in by 1 ft, with a 
hole for a %4-in diameter bolt 2 in 
from each end. The bolts will go 
through the splice plate, the braces, 
and the post. This arrangement will 
let the brace take tension and com- 
pression through its full length. Use 
of this device is unusual, but in this 
case, the steel plate will serve as a 
splice plate and connection to the post, 
and will cost less in place than a tim- 
ber splice plate. 

In answer to the question of how 


long the repair of braces, with their 
lower ends decayed, can be deferred, | 
would say that in general this work 
should not be deferred. If the bent 
needed the full-length brace when it 
was new, it needs it more than ever 
now that it is getting along in years, 
Certainly a frame bent should always 
have its diagonal braces in good con- 
dition. A brace which is ineffective in 
its lower portion may partially serve 
its purpose because the sound portion 
is connected to piles and the cap. A 
driven pile bent, low in height, with 
good pile penetration and pile batter, 
may have brace-repair work deferred 
for several years. But high bents, or 
bents with poor pile penetration, or 
located on a side hill, or on fast track, 
or on a curve or in a sizable stream, 
should always have diagonal braces 
in good condition. 











Using helper piles in bents 


Under what conditions is it advisable to drive ‘‘helper’’ piles 
in a bent of a timber bridge? Explain. How is this done? What 
is the maximum number of such piles that should be used? 


Five conditions 


By A. E. BuRFoRD 

Supervisor Bridges & Buildings 
Illinois Central 

Memphis. Tenn. 


Following are five of the more com- 
mon conditions that may make it ad- 
visable to drive “helper” piles: 

(1) Insufficient 
caused by scouring. 

(2) Deterioration of the majority of piles 
in a bent. 

(3) Bridge out of line a sufficient dis- 
tance to become hazardous. 

(4) Continuing settlement of a_ bent 
sometimes makes it necessary to drive 
longer “helper” piles than those originally 
driven. 


penetration of piles 


(5S) Accidental damage to some of the 
piling in one or more bents. 

If it is a ballast-deck bridge, it 
would be necessary to remove the bal- 
last and floor boards from the section 
of the bridge where the “helper” piles 
are to be driven. Then remove the 
brace planks from one side of the 
bent, shift the stringers where neces- 
sary and place the pile in position 
where it is to be driven. After the 
pile is driven it should be cut off and 
jacked into position under the cap, 
then secured to the cap with a drift 
pin. After all “helper” piles are driven 
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in the bent, brace planks should be 
replaced, stringers put back in proper 
position and the floor boards and bal- 
last replaced. 

In driving “helper” piles in open- 
deck bridges, all that is necessary is 
to remove braces from one side of the 
bent, shift the ties and stringers so 
“helper” piles can be placed in posi- 
tion. After pile is cut off and secured 
to the cap, replace brace planks and 
shift ties and stringers back to proper 
position. 

In general, considering a standard 
six-pile bent, no more than three 
“helper” piles should be added to any 
one bent. Should the condition of the 
bent be such that more than three piles 
are necessary, a complete new bent 
should be driven. 


Prefers stubbing 


By J. E. Heck 

Supervisor Bridges & Buildings 
Chesapeake & Ohio 

Ashland, Ky. 


I do not favor driving “helper” 
piles in bents of timber bridges as I 


don’t like to clutter up the ground or 
streambed with pile stumps which will 


interfere with future out-of-face re- 
newals. 

Some times, however, it becomes 
necessary to strengthen or reinforce 
one or two bents in a bridge when the 
general condition of the entire struc- 
ture indicates several more years of 
life. I prefer, in such cases, to double- 
cap, if that will cut off the defective 
part of the bad pile or piles, or stub 
in a sound piece of timber fastened 
with bolted scabs and braces if the de- 
fective condition extends downward 
below the cut-off for a double cap but 
does not go below the ground line. 
Stubs should be limited to one in a 
four-pile or five-pile bent and limited 
to two in a six-pile bent, with at least 
one sound pile between them. 

One occasionally encounters con- 
ditions such as extensive heart decay 
in a few piles scattered through the 
bridge, ice action on piles in flowing 
streams, earth removed from around 
piles by erosion or excavation, under- 
driven piles which do not have the re- 
quired bearing strength, or over- 
driven piles in shallow penetration 
where the tips are broomed so badly 
that the piles keep going down under 
heavy traffic. In these cases, double 
caps or stub timbers will not serve 
the purpose satisfactorily and “helper” 
piles are the answer. 

There are several ways to drive 
“helper” piles. We sometimes loosen 
the cap and move it out of the way 
while we drive the helper pile in line 

(Continued on page 43) 


RAILWAY TRACK and STRUCTURES 











RAILW, 





COE 
Le  ®. 


PITTSBURGH He / 2 @: . 
P< | = = ga 
oe | Bm Y( CC (a isrington 
S = 1, Route | 
Cy 



























he” GReg> 


bssTent 6 ae 














how eT e 


Here are the up-to-date facts on the SPENO Ballast 
Cleaning and the SPENO Rail Grinding Services. 





BALLAST CLEANING 


SPENO Engineering and Research has de- 
veloped a superior screening arrangement so 
that we are now using an improved Ballast 
Cleaner with greater efficiency. 


RAIL GRINDING 


Our Rail Grinding Service has been so well 
received we are now building a TH/RD Rail 
Grinding Train to take care of the increased 
demand. 


SPENO is constantly developing means for 
better service to make sure that the Railroads 
receive everything they pay for — and more 
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oa FRANK SPENO RAILROAD BALLAST CLEANING CO., INC. 
Clark Street 306 North Cayuga St 
1 East Syracuse, N. Y Ithaca, N. Y 
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FIBRE SETS 


for Ratlhwad Matutenance 
SIMPLICITY 


All necessary parts are ordered as a unit. They are received in an individual 
carton which facilitates handling, storing, inventory, and filling requisitions. 


ECONOMY 


Because of the labor costs involved in opening an insulated joint, you can 
stretch your maintenance dollar by renewing all of the fibre parts at one time. 


RELIABILITY 


A complete renewal set of RAJO parts will provide a better fit and longer 
fibre life than is obtained by piecemeal replacements. 
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rT RAIL JOINT COMPANY, 50 CHURCH ST., NEW YORK 7, N. Y. 
, DIVISION OF POOR & COMPANY (INC.) 
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(Continued from page 40) 


with the other piles in the bent. It is 
not practicable to do this in some 
cases, however, due to bad spacing of 
the existing piles in the bent or to the 
ground being crowded with old pile 
stumps. Then we dirve two piles, one 
on each side of the bent, and cross- 
cap them under the existing cap. 

I see no reason to limit the number 
of “helper” piles in any bent if they 
are driven in such a manner as to per- 
mit the installation of suitable braces. 











Classifying 
recovered rail 


What classifications do you 
have for rail picked up after a 
rail-laying project? What are 
the determining factors for these 
classifications? Explain. Is the 
rail classified in the field or at the 
stores department? 


Special conditions on B&LE 


By D. T. Fartes 

Chief Engineer 
Bessemer & Lake Erie 
Greenville, Pa. 

Different railroads have different 
problems and different factors to con- 
sider when reclassifying rail which 
has been removed from main-line 
tracks. Generally speaking, most 
roads downgrade their rail step by step 
from main line relay rail to secondary 
or branch line relay rail to heavy-duty 
yard or industrial tracks, and finally to 
light-duty yard tracks. 

The conditions on this road are con- 
siderably different from a large trunk 
line since we have very little secondary 
or branch-line territory and our rail- 
removal problems are concentrated in 
main tracks. The problem is further 
complicated by the fact that we have 
considerable mileage of 155-lb and 
152-Ib rail, which sections have be- 
come obsolete. 

Under the above conditions, it is 
our practice to replace sufficient mile- 
age of the heavy obsolete sections with 
new 140-lb continuous welded rail 
to provide for replacement of main- 
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line curve rail in heavier sections. We 
endeavor to obtain all service life pos- 
sible from our heavy main-line rail 
before it is replaced. Under this prac- 
tice, we have only two classifications 
for the heavy section main-line rail 
which has been replaced, namely, 
main-line relay or scrap. The same 
classifications also apply for the lighter 
section main-line rail, except that this 
rail is classified as yard-relay or scrap. 


Inspections and classification of 
rail are made by our track supervisors 
under the supervision and direction of 
the engineer track before the rail is 
removed from the track. Each rail 
is classified by either a red or green 
paint mark to denote whether it is re- 
lay or scrap. The weight of the rail, 
of course, governs its use as main- 
line relay or side-track relay. 

This is a fairly simple system which 
is easy to perform and fills our require- 
ments satisfactorily. Where it is nec- 
essary to consider other uses for rail, 








DETECTS SNOW, FREEZING RAIN, HAIL 
OR ICE. Instantly puts gas or electric 


switch heaters into action! Even de- 
tects snow due to passing trains or 
drifting snow — by track mounted 


Sensing Head. Full details in our Bul- 


letin., Please request it. 
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INSTALLED 
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mum heat radiation plus uniform heat distribution assures safe, 
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Offices: 


St. Louis, Mo., Chicago, Ill. 





such as branch-line relay rail, ang 
where rail is removed from main-line 
tracks and shipped to central locations 
for cropping and re-drilling, or weld. 
ing, considerably finer inspection 
would be required. 

In these cases, I would recommend 
the use of rail templates to determine 
head wear and curve wear, and it 
would be necessary to give more at- 
tention to such factors as surface and 
line kinks, head checks, shell, engine 
burns, corrugation, joint wear, etc, 
Under these conditions, definite speci- 
fications should be developed covering 
all grades of rail and a system of col- 
ored paint markings established to de- 
note each grade. Finally, I would 
prefer to have rail classified by qual- 
ified field personnel rather than stores- 
department employees. 


Has five classifications 


By C. R. ALBERTS 

General Roadmaster 

Denver & Rio Grande Western 
Grand Junction, Colo. 


On the D&RGW we classify te- 
leased rail under five general headings 
as follows: 


(1) Full-ball rail suitable for replace- 
ment in main line. 

(2) Curve worn from high side of curve 
suitable to be transposed to low side of 
curve. 

(3) Full-ball rail from low side of curve 
suitable for use on high side of curve. 

(4) Rail not suitable for main line use 
but good enough for sidings, yard tracks 
or industry tracks. 

(5) Strictly scrap which includes badly 
worn rail, shorts and defective rail with 
fillet cracks, broken bases, head separations, 
etc. 


Gives determining factors 


By L. G. LAwson 
Roadmaster 
Canadian National 
Melville, Sask. 


Classifications usually used on our 


| road for rail pick-up are as follows: 
| One-spot rails are again used in main 


or secondary main lines or branch 
lines; two-spot rails are usually used 
for sidings; and § rails are sent to the 
rail plants for cropping, checking and 
again re-classified as their condition 
warrants. 

One-spot rails are usually shipped 
from the pick-up location directly to 
where they are to be again used. Each 
side of the track is loaded in separate 
cars and clearly marked on the billing 
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When a BURRO goes to work —in the 
yard or on the line — it delivers fast, low 
cost performance. Equipped with bucket, 
magnet, hook, tongs or dragline bucket, 
a BURRO is ready and able to do the 
hundreds of odd jobs railroad work calls for. Fast 
travel speeds (up to 22 mph.) and heavy draw bar 
pull enable the BURRO to move itself and a work 
train or cars to the job in a hurry. Once on the 
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81 HYDRAULIC CENTER-HOLE » eg inti 
Hydraulic JACKS . HYDRAULIC PULLERS ity 
11 Models 6 Models 
Jacks & 1% to 100 tons 30 to 100 tons 
su,” to 2 on" 10” travel 
Pullers < h 





Also Foot-Lift Hyd. ‘‘Rol-Toe’’ Jacks, Bumper and Service 
Jacks, 2 & 3-Grip Pullers and Hand and Powered Pumps. 
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J JACKS 

Lever Jacks LOWERING 3 Models, 25 to 13 Models (Five 

Also Pole-Pulling, Reel, Tim- 11 Models, 5 to 35 tons capacity. aluminum alloy) 

ber, Cable & Wire Tensioning, 20 tons capacity. Side toe lift. Single and 

Pipe Pushing & Pulling, Tie Full capacity double acting. 


Remover, Tie Replacer, and 
Siding & Flooring Jacks. 





on toe or cap. 











SCREW JACKS TRENCH & TIMBER BRACES 








146 4-WAY HEAD — JOURNAL JACKS 22 Models. Orep-ferged steel—114” & 2” dia. 
19 MODELS 8 MODELS aan ae ot 
10 to 24 tons capacity. 15 to 50 tons capacity. _ trench. 
Screw Ball bearing, Malleable | Powerful, light, 
Housing, Safety low height. 
Jacks peep hole. i 
Other screws types. Ratchet Head Planer and Reel Jacks; Push- ; . 
Pull and Shoring Jacks; Steamboat Ratchets & Load Binders: For Complete information write for: TEMPLETON, KENLY & CO. 
Mine Roof and Timber Jacks, Rail Puller & Expander, and Gear Mechanical Jacks: Hydraulic Jacks: 2543 Gardner Road 
& Wheel Pullers, Bumper Jacks. Catalog Mech. 60 Catalog Hyd. Broadview, Illinois 
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Medel 210 A-W Hydraulic Crane, equipped with clamshell attachment on 10-ft. boom extension, 
performs yard maintenance work at the C&O's Plymouth Yard in Michigan. 


C&O terminal supervisor of track says: 


Maneuverable, maintenance low... 
Austin-Western Hydraulic Crane 
good for all-around work 


“The Austin-Western Hydraulic Crane 
is a good all-around piece of equipment 
for railroad terminal maintenance 
work,” comments Harry Haines, super- 
visor of track of the Chesapeake & Ohio’s 
Detroit Terminal. 


Goes anywhere to do anything 


Mr. Haines adds, “This piece of equip- 
ment is very versatile and has no trouble 
navigating over rough terrain or rail- 
road tracks. We use it as a crane to 
unload ties and handle rail and other 
track material, and at times attach a 
%-cu.-yd. bucket for redistribution of 
ballast, cleaning ditches, etc.” 


All-wheel drive and steering 


Learn more about versatile A-W hydrau- 
lic cranes. Telescoping booms swing 
360°. Self-propelled, rubber mounted— 
gasoline or diesel powered. 5 models— 
110, 210, 210-P, 220 and 410. All-wheel 
drive and steering assure plenty of 
power and traction... outstanding 


Austin-Western 


CONSTRUCTION EQUIPMENT DIVISION, AURORA, ILL. 
BALDWIN :- LIMA: HAMILTON 


Power graders ° Motor sweepers 
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maneuverability. Also available for 
truck or stationary mounting. 

Rail crane attachment optional for 
on-or-off track operation. New discon- 
nect clutch, optional with Ford 332 gas 
engine, permits road speed of 35 mph 
plus! Attachments include remote con- 
trol maintenance platform, orange peel 
and clamshell buckets, magnet, and 
load-carrying platform. Contact your 
Austin-Western distributor today for 
full information or write to us. 





Keeps yards, terminal areas extra clean—A-W 
Motor Sweepers in 2-yd. and 4 plus-yd. models. 





Road rollers ¢ Hydraulic cranes 
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from which side they were loaded so 
that, when again used in track, all 
rails are in the same side of the track 
as they were released from. In other 
words rail released from the north side 
of the track is again used in the north 
side. Curve-worn rail, if not too badly 
worn, is used on tangent track, while 
rail formerly used in tangent track is 
used in curves. 

Two-spot rails are sometimes ship- 
ped directly to the point where they 
are to be re-used but these quite often 
go to the rail plant. S rails, which are 
all rails not classed as main line or 
siding rails, are ali shipped direct to 
the rail plant. At the plant the rails are 
cropped if necessary and then re- 
classified. 

All rail ends are usually built up and 
hardened not more than two years 
before a relay, and in this way one- 
spot rails are in pretty fair condition 
when re-used. 

Rail is usually classified in the field 
by experienced rail inspectors. The 
determining factors in classification 
of the rails are wear at ends of rail 
where angle bars and rail meet, ball 
wear, curve wear, engine burns, and 
bent rails. 


Two general classes 


By T. J. VANSANDT 
General Track Supervisor 
Southern Pacific 

San Francisco, Calif. 

Rail is divided into two general 
classes: Relaying rail, and that which 
is unsuitable for further use as rail on 
our railroad. The factor determining 
these classifications is naturally the 
condition of the rail released. That 
which is free from blemishes, such as 
shelly spots, burns, etc., and excessive 
wear falls under the classification of 
secondhand relaying rail. In most 
cases it is classified in the field and 
shipped to the location where it will 
be used without moving through the 
stores department, thereby eliminating 
multiple handling. 

The rail which is unsuitable for out 
use is, in most cases, shipped to the 
stores department for classification 
into three grades as follows: 

(1) Industry rail—Suitable for use in in- 
dustrial spur tracks. 

(2) Rerolling rail—Selected scrap rail 


suitable for sale to steel rerolling mills. 
(3) Scrap rail—remainder. 
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Use of new spikes 


For an out-of-face tie-renewal 
and ballasting job, should new 
spikes be used on all new ties? 
Why? When gaging track in 
connection with this work, what 
percentage, if any, of new spikes 
should be used on remaining ties? 
Explain. Does practice vary be- 
tween single and double track? 
Why? 


Depends upon conditions 


By J. W. NEIKIRK 

Manager Roadway Maintenance 
Norfolk & Western 

Roanoke, Va. 

The percentage of new spikes used 
in connection with an out-of-face tie 
renewal and ballasting job would de- 
pend on various conditions that usual- 
ly exist, such as tonnage, curvature, 
remaining life of the rail and corrosive 
action, particularly in coastal areas, 
road crossings, tunnels, station 
grounds, coal fields, and heavy in- 
dustrial areas. 

Generally speaking, if such con- 
ditions are severe the average service 
life of a spike is relatively short, or 
approximately 15 years. 
new spikes should be used in all new 
ties applied for line spikes, and good 
reclaimed spikes used for anchor or 
holddown spikes. In heavy tonnage 
tracks where the above conditions do 
not exist, 50 per cent new and 50 per 
cent good reclaimed spikes should be 
used in all new ties to maintain satis- 
factory spike conditions for holding 
the gage throughout the life of the ties. 

For secondary lines and yard tracks, 
good reclaimed spikes should be used 
in all new ties except where the curva- 
ture is extremely heavy. 

The percentaze of new spikes used 
when gaging track in connection with 
this work again would depend on con- 
ditions mentioned above and the re- 
maining service life of the ties. Where 
tonnage and curvature are heavy, new 
spikes should be used in all ties with 
15 years or more remaining service 
life. Good reclaimed spikes should be 
used in ties with less than 15 years 
service life. On secondary lines and 
in yard tracks, reclaimed spikes should 
be used exclusively for regaging track. 

The practice would not vary be- 
tween single and double track where 
the tonnage is practically the same. 

(Please turn the page) 
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Aeroquip Replacement Hose Lines 
Eliminate Piping Failures 


PLASSER TAMPER REPIPED TO STOP VIBRATION DAMAGE 





The modern Plasser Tamper features “Non-Synchron” 
design which permits tamping tools to pack individually. 






€ . = 
Aeroquip adapters were fitted into all metric 
thread connectors on the Plasser Tamper, for 


easy installation of Aeroquip Hose Lines. 


All replacement hose lines can be made up by 
hand from Aeroquip Bulk Hose and Fittings. 


A major railroad faced an expensive 
fluid line replacement problem with the 
Austrian-made Plasser tamping machine. 
The severe vibration on the job caused 
frequent leaks and breaks in the rigid 
piping. Field replacement was slow and 
complicated because the tube connectors 
had metric threads. To solve this problem, 
the railroad installed Aeroquip adapters 
throughout the fluid systems and com- 
pletely repiped the tamper with Aeroquip 
Hose Lines with Reusable Fittings. 

The flexible hose lines eliminated fail- 
ures due to vibration. Field assembly of 
Aeroquip Hose and Reusable Fittings 
permits quick, easy replacement on the 
job. Parts inventory is greatly simplified, 
too, since all hose lines are made from a 
small supply of each hose size and a few 
spare reusable fittings. 

For dependable service on your rail- 
road maintenance equipment, specify 
Aeroquip. Write for complete details or 
see your Aeroquip representative. 


4d T0 PRoe 
Na &e 
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ra 
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zeveroquip 


AEROQUIP CORPORATION, JACKSON, MICHIGAN 


INDUSTRIAL DIVISION, VAN WERT, OHIO « WESTERN DIVISION, BURBANK, CALIFORNIA 
AEROQUIP (CANADA) LTD., TORONTO 19, ONTARIO 


AEROQUIP PRODUCTS ARE FULLY PROTECTED BY PATENTS IN U.S.A. AND ABROAD 
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There's no guess- 
work when tamp- 
ing with a ‘‘Hydra- 
Quad". Operator 
sits high, has full @ 
view of his work @ 

- can see tie 
raise flush to the 
rail base. 
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Tamp a tie every 30 seconds 
with exclusive dual tamping action 


You can spot tamp more roadbed per day, build 
smoother track . . . slash costs and equipment invest- 
ment with a Racine “Hydra-Quad”. This job-proven 
one-rail tamper combines vibrating action with im- 
pact force to compact ballast faster, more uniformly 
solid than usual single-action tampers. It delivers 
1160 high-velocity impact blows per minute on each 
of four vibrating tamping tools. ..tamps an honest 
rate of 120 ties per hour. 


Stabilizes ballast under base of rail 


“Hydra-Quad” tamps uniformly under base of rail 
and to 18” on either side...in a pattern you can 
vary to suit your needs. It’s easy to adjust for differ- 
ent rail heights and crooked or wider-than-average 
ties. Tamps over guardrail and close to switch frogs. 


Easy removal from tracks 


Built-in jack lifts entire unit for turn-around or 
quick: set-off on rubber-tired wheels. ““Hydra-Quad” 
is self-propelled . .. powered by 18 hp gas engine... 
starts-stops fast and travels at speeds to 12 mph. 
Clip and mail the coupon for location where you 
can see “Hydra-Quad” tamper at work... or check 
for literature on any machine in the Racine line 
including new ‘“‘Oct-A-Gun’”’ 2-rail tamper, and 
“Anchor Fast’ the machine that applies anchors 
mechanically. 


OTHER RACINE M/W 
COST SAVERS 


a. 








oe "4 
, ay 54 
RAIL SAW .. . crops rail in track 


. «+ cuts off as little as Ye"... 
saws 80 Ib. to 155 Ib. rails. 


i RAIL DRILL... 
clamps easily on rail. . . aligns 
automatically . . . drills true as 
set, with power feed. 


UNIT TAMPER... 
self-contained and 
powered . . . starts 
fast, handles easily 
. . « delivers up to 
1500 high-velocity 
blows per min. 
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] RACINE HYDRAULICS & MACHINERY, INC., DEPT. M250, RACINE, WIS. I 
! Send literature on: on , | 
eet CSW, .inctis eds te ameneiaee evans sees be weeeees 
I (C “Hydra-Quad” seid (name of machine) I 
I 5 —. e RI , ..: wandadcedonnemmcaneerel | RE eae 1 
| *Oct-A-Gun" 
! gang tamper PRS x .06-b baie aece ceca AER dRemeries $2865 eucedeeen ! 
| (_] Rail saw I 
| SS ea CID ein Did + eh dines 0 550.40 SRREOORRMET CRA oe ee Rte OM i 
[] Unit tamper 
! [] Rail drill ais 2 CN wilh 0 ORGS Sea 44 ree ee SS 5d sig mst bola acs I 
] rr-108 
. 7 
! Racine Hydraulics & Machinery, Inc. ! 
1 MACHINERY DIVISION e RACINE, WISCONSIN 1 
ve ' 
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In many instances, however, in double- 
track territory loads predominately 
move in one direction and empties re- 
turn over opposite track. In such 
cases the track carrying the greatest 
tonnage should be given preference 
in regard to the percentage of new 
spikes required. 


Depends on spike condition 


| By L. G. Lawson 


Roadmaster 
Canadian National 
Melville, Sask. 

For an out-of-face and tie-renewal 
job the number of new spikes required 
depends entirely on the condition of 
the old spikes removed from the track. 

On our railroad, especially on our 
main lines, the rail is renewed about 
every ten years and at this time 80 per 
cent new spikes are used. Where this 
condition exists very few new spikes 
are required for tie-renewal jobs when 
renewing ties in out-of-face tie-te- 
newal and ballasting operations. When 
spikes are removed with power spike 
pullers they are usually as straight as 
new spikes. This also applies where 
spikes are driven with power spike 
drivers. When hand-driving and hand- 
pulling with claw bars prevails more 
new spikes are used. 

On lines where steel is seldom re- 
moved I certainly agree that most new 
spikes should be used in out-of-face 
tie renewal and ballast jobs, as these 
spikes may remain in the tie for their 
entire life and certainly where this 
condition exists all good spikes should 
be used. On this type of track the 
spikes that are removed are usually 
smaller than the ones now universally 
used, and are usually rusted so badly 
that it is just a waste of time trying to 
drive them with power drivers. 

When gaging is being done in con 
junction with tie renewals the same 
pattern for new spikes should be used 
as the one used for tie renewals with 
the exception that if it is the policy 
to use upwards of 80 per cent new 
spikes when ties are renewed, old 


| spikes can be used more freely in gag 
| ing track as new spikes will be used 


when the old ties are renewed. 

Personally I cannot see where singk 
or double track should make any dit 
ference in the amount of new spikes 
required. 
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Cost is factor 


0. C. PREWITT 
District Roadmaster 
Texas & Pacific 
Marshall, Tex. 

In an out-of-face tie-renewal and 
ballasting job, new spikes should in 
most cases, be used in all new ties. 
The phrase “most cases” is used be- 
cause this, as with most other prob- 
ems, will vary under different circum- 
stances. I have known of conditions 
where new rail was laid and, since 
most of the spikes were badly worn, 
new spikes were used in the relay. 
(Old spikes were culled out and used 
in yards, etc.) Since the spikes 
showed little or no wear at the time of 
the next tie-renewal cycle, there was 
no need to use new spikes in the new 
ties. 

This, as all other problems, must 
be worked out to get the most effi- 
ciency with the least expense. If a 
spike is in such condition that it will 
last the life of a tie, it would be poor 
stewardship to spend what it would 
cost to get the new spike and then an- 
other cost moving the secondhand 
spike to where it could be used. Super- 
vision should be of such quality to in- 
sure that the spike that is used will 
last the life of the tie. 

Another thing to take into con- 
sideration is the possibility of using all 
secondhand spikes in the territory 
where released. Out-of-face programs, 
for instance, always require some 
gaging. Usually, all secondhand 
spikes which are released from tie 
renewals can be used in the gaging. 


| In such cases it is advisable to use all 


new spikes in the new ties. 

Trying to set the percentage of new 
spikes that should be added in the 
gaging operation would be as impos- 
sible as to set the percentage of ties 
that are to be renewed. The condition 
of the spikes will have to be judged in 
the field in the same manner as the tie 
conditions. 

Some roads have used secondhand 
spikes as holddowns. Where hold- 
downs are necessary, this is a very 
good way of getting a little more out 
of a spike that might otherwise have 
been scrapped. In cases where this is 
done, all new ties should have new 
tail spikes for the old spikes can be 
salvaged with little expense. 

The cost of a spike can quickly be 
equalled by transportation costs. This 
iS one of the jobs of the supervisor: 
To see that the new and secondhand 
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BIG-BOY 


SANTA ANA, CALIFORNIA 


NOW! the 





RUGGED, DEPENDABLE! 


The Big-Boy Rail-Road Conversion Unit is proving itself in daily oper- 
ation on the nation’s railroads. Wherever heavy-weight vehicles are re- 
quired for Maintenance-of-Way, Bridge and Building, Signal or Mechanical 
Department use, the Big-Boy tops them all in performance. Designed for 
vehicles between 9,000 and 50,000 GVW, the husky unit features hy- 
draulic operation with manual locks for complete safety in both highway 
and rail positions. 


Safety is a built-in feature of the Big-Boy Unit. Its 8-wheel design— 
with bogey-wheel action to provide better performance over uneven track— 
increases on-rail safety. Self-steering flanged wheels eliminate curve bind- 
ing and reduce strain on truck frame and equipment. On-track/off-track 
maneuverability is an easy, one-man operation with the Big-Boy: simple, 
fool-proof and SAFE, yet ruggedly constructed for years of trouble-free 
service. 


i BIG-BOY RAIL-ROAD CONVERSION UNITS are now in use on § 
i= truck units equipped for weed-spraying, concrete mixing, 3-way Jj 
i dump bodies, generator units, mobile cranes, car repair trucks § 
i = and others. i 


Big-Boy is available as a complete package, including a truck of 
your choice; or as a special “install-it-yourself” unit. 


CALL OR WRITE FOR BULLETIN NO. 61-BT 


CANADA: 


Kent at Victoria 
Lindsay, Ontario 
EXPORT: 

1021 FRUIT STREET 220 WEST 75TH STREET 


PRAIRIE VILLAGE 15, KANSAS ae We. Wepetee Sores 


Chicago 6, Illinois 


i 





TRAVELS OVER RAIL OR ROAD 


PRP APLCONVERSION UNIT 
WAMMIIN 8686S over nai on none 


Sylvester Distributors Ltd. 


Boorse Tamper Export Co. 
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spikes can be used with minimum 
handling. On double-track territory, 
the percentage of secondhand spikes 
used can be increased or decreased 
because there is twice the opportunity 
for short handling. There is also the 
danger of over or under-estimating. 

This question can be summed up 
this way: It is squarely up to super- 
vision to see that the spike is used in 
the place where it will serve its pur- 
pose with least expense. The cost of 
the spike is definite, but the cost of 
using it is very flexible. 


Assures long service life 


By Lee SPENCER 

Track Supervisor (Ret. ) 
Long Island Railroad 
Scottsdale, Ariz. 

As a roadmaster I always made 
every effort to use all new spikes on 
all new ties inserted in an out-of-face 
ballast job, because this was the only 
way to get long service life from both 
ties and spikes in heavy-duty track 
requiring detail gage. Using fit or re- 
claimed spikes is false economy in 
such trackage, the component parts of 
the track structure loosening up very 
rapidly as a rule. 

In re-gaging such track where 
anchor or plate-holding spikes were 
standard, I always reversed the usual 
practice and used new spikes in the 
anchor holes and if the use of fit or 
reclaimed spikes was necessary be- 
cause of material shortages, I used 
these spikes as line or rail-holding 
spikes. Almost invariably the use of 
fit or reclaimed spikes as anchor or 
plate-holding spikes resulted in loose 


and shifting tie plates, followed up 
soon by loss of detail gage which is 
most essential in heavy-duty high- 
speed track. I also followed this prac- 
tice of using new spikes as anchor or 
plate-holding spikes on new rail in- 
stallations for the same reasons. 

Under equal tonnage I can see no 
difference between single and double 
track, unless in reference to double- 
track railroads being _ converted 
through CTC to single-track opera- 
tion by retiring one of the tracks. In 
such cases, I think the increased ton- 
nage on the single track would justify 
these same practices as I’ve outlined 
above. 

In my judgment all railroads would 
have far better track if they insisted 
on a simple change in tie-plate punch- 
ing, making all holes '4¢ in for anchor 
holes. Those roads which have 
adopted the '4¢-in size for both line 
holes and anchor holes find this simple 
change greatly reduces the necessity of 
regaging sharp curves where %4-in 
line-hole punching was formerly used. 
A small detail like this is the difference 
between good and economical track 
to maintain and/or poor track and 
costly maintenance. 


Old spikes damage new ties 


By W. A. SCHUBERT 
Division Engineer (Ret.) 
St. Louis-San Francisco 
Chaffee, Mo. 

For reasons of stability and econ- 
omy new spikes should be used on all 
new ties on an out-of-face tie-renewal 
and ballasting job. The ties being re- 
newed usually have 15 or more years 
of service life behind them, which re- 
sulted in the spikes becoming cor- 
roded. If re-used in a new tie, these 


spikes would damage the wood fiber 
of the new tie, due to their roughness, 
while new spikes enter the tie with a 
clean, cutting action which does mini- 
mum damage to the spike holes, and 
gives a firmer holding action to the 
track structure. 

New spikes are driven faster and 
better by hand or machine tools than 
the old spikes removed. Many times 
the old spike will bend when being 
driven into the tie. 

During the service life of a tie, the 
spike is subjected to mechanical wear, 
causing it to become throat-cut. The 
result is that the head of the spike will 
break off when being redriven and, if 
not, will not have full contact with the 
base of the rail. Considerable time 
would be consumed in picking out 
good, secondhand spikes for redriving 
in new ties, which would make this 
operation costly. Again, 15 or more 
years ago the use of %g,-in by 5%-in 
spikes was common, while today we 
are using the %-in by 6-in spike, to- 
gether with a larger tie plate. The use 
of a re-used smaller spike in a larger 
plate would leave too much play, re- 
sulting in reduced holding power. 


Use of old spikes unsafe 


By THoR MonROoD 
Section Foreman (Ret.) 
Northern Pacific 
Billings, Mont. 

I would use new spikes in all new 
ties except where new rail relays are 
contemplated in the very near future, 
or such work was done previous to 


the tie-renewal and ballasting job. T 


The reason for the exception is that 
the general practice, when rail relays 
are made, is to use new spikes. There- 
fore the spikes will be either prac- 
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THE IMPROVED* 


GAUTIER 


THE FINEST RAIL ANCHOR ON THE 
MARKET FOR DRIVE-ON OR 
MACHINE APPLICATION 


MID-WEST FORGING & MANUFACTURING CO. 


General Offices: 38 So. Dearborn St. * Chicago $, Ill. * Mfg. Plant * Chicago Heights, th. 
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cally new or new spikes will be in- 
galled anyway in the very near future 
depending on when the rail relay 
work is done. 

The use of old secondhand track 
pikes in new ties is not a safe or sound 
or economical practice. Spikes sev- 
eal years old or older are generally 
throat-cut and worn. Some may even 
be crystallized or distorted in shape or 
ize, and would not be good to redrive 
with present-day machines. With such 
pikes it would not be possible to ob- 
tin good line and gage, nor would 
they have the full life expectancy of 
the ties renewed. 

When gaging track I would prefer to 
use new spikes as much as possible. 
You will invariably find the old spikes 
have become bent due to the out-of- 
gage condition. If these old spikes 
are re-used they cannot be applied 
properly and consequently would not 
hold the gage. The straightening of 
these spikes in the field is not only 
costly but unsafe. I do not think there 
would be very many of the old spikes 
that would be usable, possibly 10 or 
15 per cent. These spikes could be 
saved and re-used on less important 
tracks. 

Practice varies between single and 
double track. On single track the mo- 
tion and wear on track materials are in 
both directions, resulting in a sawing 
motion. For this reason the track ma- 
terials last at least twice as long in 
double-track territory. 


Biographical briefs 





(Continued from page 10) 


entered the service of the C&O in 1925 as 
a draftsman there. Mr. Poore was pro- 
moted to chief draftsman in 1930 and as- 
sistant division engineer at Richmond in 
1939. From November 1943 to April 1946 
he was in the U. S. Army, serving in Europe 
with the Transportation Corps. Mr. Poore 
was appointed assistant general superin- 
tendent bridges and buildings at Richmond 
in 1946. He was named assistant engineer 
there the following year, which position he 
held until his recent promotion. 


Preston P. Poulton, 53, who was recently 
promoted to roadmaster on the Rock Is- 
land at Sayre, Okla. (RT&S, July, p. 10), 
was born at Medora, Kan. He entered the 
service of the Rock Island in 1925, joining 
the Santa Fe in 1933. He returned to the 
Rock Island in 1939 as a laborer, sub- 
sequently being promoted to extra gang 
foreman, relief foreman and section fore- 
man. During World War II he served in 
Africa and Italy with the 715th Railway 
Battalion. Mr. Poulton was serving as track 
supervisor at Tucumcari, N. M., at the time 
of his recent promotion. 
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FIND TROUBLE SPOTS... 


5 hp Ka-Mo drill used to locate trouble area in railroad 
fill. Easily portable, sets up quickly. Despite small size, 
drill has high torque characteristics — can drill hole sizes 
up to 20”. 


and fix them quick with a 
KA-MO DRILL 





Same drill as above drills sixty-foot horizontal hole for 
“French-drain.” Drill diameter is 12. When hole is 
completed, drill motor is reversed and used to convey 
gravel, sand, and ballast to facilitate drainage. 


Your Ka-Mo drilling specialist has a complete line of quality equipment, 
plus the field know-how to help save time and cut drilling costs. Drill 
sizes range from 2” to 48” in diameter, and larger. Call in your Ka-Mo 


man, he’s a good man to know. KAM6 RTS 


A Division of 
OEHRING 


Company 


KA KWIK-MIX CO. 


KA-MO TOOLS DEPT. 
M Port Washington, Wisconsin 





SEND FOR NEW ENGINEERING BULLETIN 
— covers drill selection, boring capacities, and latest developments in drilling tech- 
nique. Write today! 
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eStarts diesel and gasoline engines 
(from the smallest to the largest) 
down to 65° F. below zero e Starts 
in seconds e Excellent in humid 
weather tooe Millions of cans sold 
eSee your automotive jobber, 


*The inventors of spray starting 
fluid. Patent No. 2,948,595 


Ask for the can with 
the “balky . donkey” 
trademark 


N 

SPRAY PRODUCTS 
CORPORATION 

P.O. Box 1988 e Camden 1, N.J. 





THE ORIGINAL SPRAY STARTING FLUID* 














CLASSIFIED 
ADVERTISEMENT 








FOR SALE 


5 Nordberg Cribex Machines—Model AX 
Purchased new in 1950 and 1951 


Machines are located at our Jackson, Michigan 
Maintenance of Ways Shops. For information con- 
tact: Mr. H. L. Riser, Purchasing Agent, New York 
Centrol A 466 Lexington Avenue, New York 
17, N. 











SALES ENGINEER 


tabliched hi 





Well y moker _wants rence 
enced sales gi with rail 
Position will involve sales development work on a 
and sales of M/W 
Replies confidential. Box 31. 


RAILWAY TRACK & STRUCTURES 
30 Church Street, New York 7, N. Y. 








new 
machines. 














Se Faster 
eee LPO 
Foster 


pit. Warehouse Stocks 

RAI AND TRACK 
MATERIAL 

PIPE, VALVES, FITTINGS 


L. B. FOSTER Co. 
Pittsburgh 30 - New York 7 - Chicago 4 - Houston 2. 
Los Angeles 5 - Atlanta 8 - Cleveland 35 
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Supply trade news 





BUCYRUS-ERIE COMPANY—The territory of 
the Zeco Company, Minneapolis, Minn., dis- 
tributors of Bucyrus-Erie crane-excavators, 
has been changed to include 21 counties in 
west central Wisconsin and to exclude 10 
counties in northeastern Minnesota. 


L. B. FOSTER COMPANY—Andrew M. Filak, 
manager of the Cleveland (Ohio) district 
office, has been promoted to the newly cre- 
ated position of manager of product re- 
search and development, with headquarters 
at Pittsburgh, Pa. Philip G. Hughes has been 
appointed to the newly created position of 
manager, construction products sales, with 
headquarters also at Pittsburgh. 


LE TOURNEAU-WESTINGHOUSE COMPANY 
—tLloyd A. Rager, product manager of the 
Motor Grader Division, has been appointed 
manager of the newly established Products 
Marketing Department of this company, ac- 
cording to an announcement by L. A. De- 
Polis, vice president, marketing. In his new 
capacity Mr. Rager will be responsible for 
the initiation and development of marketing 
and sales plans, establishing procedures and 
development of market data based on prod- 
uct research. He will be responsible for the 
coordination of all company sales and mar- 
keting functions and facilities, including 
sales promotion and training. He has been 
associated with the firm since 1936. 


MORRISON-INTERNATIONAL CORP.—R. B. 
Hornberger has been appointed representa- 
tive of the company’s International Car di- 
vision for the states of Alaska, Arizona, 
California, Idaho, Nevada, New Mexico, 
Oregon, Utah and Washington, according 
to an announcement by B. J. Yelin, vice 
president and general manager. Mr. Horn- 
berger will have offices at 525 Market 
Street, San Francisco, Calif. 


PORTLAND CEMENT ASSOCIATION —H. A. 
Sawyer, chairman of the board and presi- 
dent of the Lone Star Cement Company, 
New York, has been elected chairman of 
the board of directors of the Portland Ce- 
ment Association, succeeding Cris Dobbins, 
president of the Ideal Cement Company, 
Denver, Colo. 

Mr. Sawyer graduated from the Agricul- 
tural and Mechanical College of Texas in 
1916 with a Bachelor of Science degree in 
civil engineering. His engineering career 
includes service with the Gulf, Colorado & 
Santa Fe at Galveston, Tex., and with the 
PCA as a field engineer in Texas. 


Obituary 


W. F. Kasper, retired chairman of the 
board and president of Fairmont Railway 
Motors, Inc., died on October 30. 


Association news 





Mississippi Valley 
Maintenance of Way Club 


The next meeting of the club will be held 
on December 14 at the usual location, the 
Ambassador-Kingsway Hotel, 108 North 


| Kingshighway, St. Louis, Mo. The program, 


entitled “Big Game Trails Through Africa” 
will be presented by Denver Wright. The 
social hour will commence at 5:30 pm with 
dinner starting at 6:30. 


Northwest Maintenance 
of Way Club 


The December meeting of the club yj] 
be held on the 15th at the usual location, 
Coleman’s Cafe, 2239 Ford Parkway, $, 
Paul. The social hour will commence at 
5:30 pm with dinner starting at 6:30. 

The program will be presented by the 
Link Belt Company and will feature a mo. 
tion picture showing the 514-mile belt cop. 
veyor system of the Ideal Cement Company, 
Designed, fabricated and erected by Link 
Belt, the system is claimed to be the longest 
permanent cross-country belt conveyor in 
the world. A question and answer period 
will follow showing of the film. 


AREA meeting, NRAA exhibit 
to be held as scheduled 


The 1961 annual meeting of the Ameri- 
can Railway Engineering Association and 
the 1961 exhibit of the National Railway 
Appliances Association will be held next 
March as originally scheduled. AAR ap- 


proval for the AREA meeting came early | 


in November after some doubt was cast by 
a letter from AAR president, Daniel P. 
Loomis. Dated October 7, the letter asked 
executive vice chairmen and secretaries of 
divisions and sections to consider cancella- 
tion of 1961 meetings “unless there is a sig- 
nificant and overriding reason” for holding 
them. 

The AREA meeting will be held on 
March 7-9 at Chicago, with headquarters at 
the Conrad Hilton Hotel. However, all 
business sessions, most or all committee 
meetings and the annual luncheon will be 
held, as planned, at McCormick Place, Chi- 
cago’s new lakefront exposition center, 
which will also be the location of the 
NRAA exhibit. Doors at the exhibit will 
open on March 6. 

At a meeting of the AREA’s Board of 
Direction, held on October 24 at the AAR 
Research Center, Chicago, the personnel 
and assignments of all technical committees 
for 1961-62 were approved. Other action 
taken at this meeting included re-establish- 
ment of Committee 18—Electricity, which 
had been dissolved in 1945. That commit 
tee will assume the assignments dealing with 
fixed-property matters formerly handled by 
the Electrical Section, Engineering and Me- 
chanical Division, AAR, which will be dis 
continued at the end of the current yeat. 
P. B. Burley, superintendent of communi 
cation and electrical engineer, Illinois Cen 
tral, was appointed chairman of the com- 
mittee. 

Neal D. Howard, the AREA’s executive 
secretary, announced that as of the 25th 
of November, 29 students on college cam 
puses had enrolled with the association # 
“student affiliates.” The plan to enroll stt- 
dent affiliates was inaugurated last August 
for the purpose of establishing closer rele 
tions between students and the association 
Students enrolled as affiliates will receive 
the association’s six technical bulletins and, 
through the association, the 12 regular is 
sues of Railway Track and Structures. 


RAILWAY TRACK and STRUCTURE 
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Helps from Manufacturers 








The following compilation of literature—including pamphlets and data 
sheets—is offered free to railroad men by manufacturers to the rail- 
road industry. To receive the desired information, write direct to the 
manufacturer. 


RAIL DRILL. The NCG-Obear one-man operated multiple rail 
drill is described and illustrated in a new bulletin. Designated 
N-165, the bulletin points out the advantages of the nrachine, 
including cost savings, drilling flexibility, ease of operation, long’ 
drill life and easy alignment of bits. Features of the unit are 
listed and specifications and details of construction are given. 
(Write: National Cylinder Gas Division, Chemetron Corporation, 
840 North Michigan Ave., Chicago 11.) 


CRANE CARRIER. A two-color bulletin is available which 
describes and illustrates the new Schield Bantam Model 406 
heavy-duty crane carrier. Designated A-303, the bulletin points 
out the features of the machine and gives complete specifications. 
Standard equipment is listed, including 220-hp, V-8 gas engine, 
air brakes on all wheels, and power steering. (Write: Schield 
Bantam Company, Dept. RTS, Waverly, lowa.) 


INDUSTRIAL HOSE. A 12-page booklet is available which in- 
dicates the suitability of the various styles of Aeroquip hose for 
carrying 112 different liquids and gases. Designated 627, the 
booklet was prepared as a handy, simplified guide for the use of 
maintenance supervisors and designers. It is arranged alpha- 
betically, from acetate solvents to zinc salt solutions, and indi- 
cates suitability of the hoses as being excellent, good, conditional 
or unsatisfactory. The booklet also includes information regard- 
ing pressure, size and temperature ranges of the individual types 
of hoses available. (Write: Aeroquip Corporation, Dept. RTS, 
Jackson, Mich.) 


EARTH BORER. The Ka-Mo E300 electric-powered boring 
unit is described and illustrated in a new six-page bulletin. The 
boring range of the unit is described, including its ability to bore 
48-in diameter holes 40 ft deep and 12-in holes 240 ft deep in either 
a vertical, horizontal or angular direction. Features of the E300 
are pointed out, such as 440-volt, 3-phase, 60-cycle squirrel cage 
motor; protective slip clutch; power or gravity auger feed and 
control panel with remote single lever control. One section of 
the bulletin is devoted to on-the-job photographs. (Write: Kwik- 
Mix Company, a Division of Koehring Company, Dept. RTS, 
Port Washington, Wis.) 


MOTOR GRADER. A four-page bulletin is available which 
describes and illustrates the new L-W Model 330-H motor grader. 
Designated Form MG-174, the bulletin points out the features of 
the new 100-hp machine, including constant-mesh transmission, 
rubber-mounted engine and hydraulic brakes. Specifications are 
included. The bulletin also describes and illustrates a number of 
units of optional equipment available for use with the Model 
330-H. (Write: LeTourneau-Westinghouse Company, Dept. RTS, 
Peoria, Ill.) 


RAIL LOADER. A one-page circular is available which describes 
and illustrates the new Nolan hydraulic rail loader. The features 
of the unit are pointed out and specifications are given. A picture 
sequence shows how the loader operates from the deck of a push 
car to load rails onto the push car. (Write: The Nolan Company, 
Dept. RTS, Bowerston, Ohio.) 


PILE HAMMERS. The McKiernan-Terry line of steam or air- 
Operated single-acting pile hammers is described and illustrated 
in a new bulletin. Designated 691, the bulletin describes the op- 
eration of the hammers and how they can be used for underwater 
pile driving. The bulletin points out the features of the units and 
includes specifications, ordering instructions and a graph showing 
bearing values based on the Engineering News formula. Anvils 
and special base attachments available for use with the hammers 
are described and illustrated. (Write: McKiernan-Terry Corpora- 
tion, Dept. RTS, Dover, N. J.) 


Dependable Illumination 


for Track Motorcars 
Requiring Head Lamp and Taillights 





Lighting Equipment 


Ideal for night work on motorcars not equipped with gen- 
erators. Big Beam Track Motorcar Lighting Equipment 
consists of portable battery operated headlight with lock- 
type hold-down bracket, 10’ lead wire and either one or 
two taillights. Control switch on lamp head. Operates on 
four standard No. 6 
dry cell batteries. For 
all weather service. 
Many railroads are us- 
ing this unit as standard 
equipment on their track 
motorcars. 





Big Beam Hand Lamps for Night Maintenance 
Repair e Inspection 











RAILWAY TRACK and STRUCTURES 


Model No. 664 


Powered by any 
standard 6-V twin 
pack lantern bat- 
tery. Sealed beam 
head. Available 
also without flash- 
ing beacon. 


Model No. 1711C 


Latest clamp-on 
type-4 models. 
Powered by one 
7%-V dry cell bat- 
tery. With sealed 
beam or incandes- 
cent type bulb. 


Model No. 166 


Powered by one 
standard 6-V lantern 
battery. With sealed 
beam or incandes- 
cent type bulb. 
Also available with 
flashing beacon. 


WRITE FOR LITERATURE AND PRICES 


No Finer Hand Lamps Made .. . Anywhere in the World 


U-C-LITE MFG. CO. 


1057 W. Hubbard Street 
Chicago 22, Illinois 


Canada: Bernard Marks & Co., Ltd., 32 Alcorn—Toronto 7, Ontario 
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NOLAN TOOL AND SUPPLY CAR 
NOW STANDARD ON 35 RAILROADS 





The Nolan Tool and Supply Car has proved itself a consistent 
profit-maker for 35 railroads operating big and small crews, 
through its ability to carry heavy loads of ties, rails, supplies, 
ete., easily and quickly! 
Safely handles loads to 2000 Ibs. All tubular high-carbon 
steel construction for trouble-free service. Car breaks con- 
veniently in the center into two sections for easy handling and 
transportation. Each section can be used as a truck seat. 
The deck is heavy mesh-expanded steel. Removable handle 
ean be used at either end. Ball bearing cast steel wheels. 

Platform Size 48” x 45” 

Height Above Rail 8” 
Weight 140 Ibs. complete 


Write for complete Tool and Supply Car illustrated literature and prices. 
FREE complete catalog shows entire NOLAN railway supply line. 


THE NOLAN COMPANY, 166 Pennsylvania Sf., Bowerston, Ohio | 














PUBLISHED NOVEMBER 15, 1960 
New Edition 1960-61 


WORLD 
RAILWAYS 


Edited by HENRY SAMPSON 





e Thoroughly revised and up to 
date 


@ Includes all major railroads 
e International in its coverage 


This worldwide survey of railway operation and equip- 
ment reflects the exciting period of changing development 
now being experienced throughout the entire railway world. 
In addition to detailed operating and equipment data on 
virtually all of the world railroads, the route maps again 
appear in this edition, new construction data, electrification, 
dieselization, automatic train control developments, new equip- 
ment designs, yard equipment, and similar data nowhere else 
available in a single volume. This monumental volume must 
be seen to be appreciated. It will provide you with an inex- 
haustible source of comparative data on operations, research 
developments and equipment. 


8% x 12% inches in size, illustrated, $20 per copy 


Simmons-Boardman Books—Dept. RTS 1260 
30 Church St., New York 7, N. Y. 


Please rush a copy of the new 1960-61 edition of WORLD RAILWAYS to me 
(] Bill me (] Check enclosed (We pay postage if remittance 


at $20 per copy. 
accompanies order) . 


Name 
Street 


City State 
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Wishing all our friends 
a very Merry Christmas 
and Happy New Year! 








LOCK WASHER 
COMPANY 





Serving the Railroads since 1886 


ee ee 








GREATEST ADVANCES YET 
IN WEED AND BRUSH CONTROL! 


® gives 8 to 18 months control 
of weeds and brush! 


iid J FRO 


General Chemical presents UROX and URAB—revo- 
lutionary new herbicides that enable you to control 
both weeds and deep-rooted brush faster, longer and 
more economically than ever before. 


New liquid UROX is the first liquid substituted urea- 
type herbicide developed for railroads. It’s fast-acting 
. .. burns back annual and perennial grasses as well 
as broadleaved weeds within 12 hours after applica- 
tion, regardless of weather. It’s long-lasting . . . just 
one application wipes out weeds for 8 to 18 months. 
Effects are cumulative, too! Control can be con- 
tinued economically year after year with small 
“booster” doses. 


New liquid URAB—the bulldozer of weed killers—is 
an exclusive development of General Chemical. Un- 
like other herbicides, URAB is soluble in water, giving 
it a unique ballast and soil-penetrating action that 


New * knocks out roots of brush, 
liquid uU ee fi Fs briars and weed trees! 


enables it to reach and kill the roots of tough, deep- 
rooted brush, briars, and weed trees. 


UROX and URAB weed killers are ideal for railroad 
spray trains. They won't settle out . . . don’t need con- 
tinuous agitation . .. won’t clog spray nozzles. Liquid 
UROX can be mixed with fuel oil, diesel oil or ordi- 
nary weed oils. Liquid URAB is completely soluble 
in oils or water. Both are available in granular form, 
too, for controlling weeds and brush in railroad yards, 
on spurs and sidings, around storage depots and other 
railroad installations. 

For complete information on revolutionary, new 
UROX and URAB weed killers, phone or write the 
nearest General Chemical office. 


llied 
hemical 


*Trademark of Allied Chemical Corporatiet 


GENERAL CHEMICAL DIVISION 


40 Rector Street, New York 6, N.Y. 











